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DIESEL RAILWAY TRACTION 
The July issue of this RatLway GAZETTE publication, 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on July 1, price 2s. 
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Another Transport Executive 
HE Minister of Transport this week has availed himself of 
his powers under Section 5, Part 1, of the Transport Act, 
1947, to set up another Executive under the British Transport 
Commission. This is to be known as the Road Passenger 
Executive and is to deal with the passenger side of what was 
formerly the work of the Road Transport Executive. This 
latter body is renamed the Road Haulage Executive, and in 
future will deal only with goods traffic by road. There are now 
six Executives—Railway, Docks & Inland Waterways, London 
Transport, Hotels, Road Haulage, and Road Passenger. The 
new body will add to the overheads and establishment costs 
of the Commission. It will have a Chairman, members and 
their staffs, and accommodation will have to be found for them. 
Presumably the ultimate aim of nationalised transport under- 
taking is to secure integration and unification of all branches 
of transport. So far what has been achieved has been the 
separation of certain wholes into parts—hotels and docks have 
been divorced from the railways. Apparently this process is 
continuing. Will there one day be a Cross-Channel Steam- 
ships Executive? With each Executive that is set up a vested 
interest is established, and jobs are multiplied. It may prove 
easier for the Minister to exercise his powers to create Execu- 
tives than to abolish or amalgamate them. Sir Cyril Hur- 
comb, Chairman of the British Transport Commission, referred 
to the creation of the new Executive at the annual luncheon 
of the Road Haulage Association on Wednesday, a report of 
which is given elsewhere in this issue. 


Sir Alan Mount 


> 


In our June 3 issue we recorded the retirement of Lt.-Colonel 
Sir Alan H. L. Mount, C.B., C.B.E., R.E. (retd.), from the 
position of Chief Inspecting Officer of Railways on July 31 
next. Sir Alan Mount has been at the Ministry of Transport 
in the department he is about to leave for nearly thirty years, 
and has been a most popular Railway Inspecting Officer. 
He has secured ready co-operation from the _ railways 
and has shown wise understanding of many of the technical 
problems with which they have been faced. The Railway 
Executive announced on June 21 that Sir Alan Mount has 
been appointed Consultant to the Railway Executive on matters 
concerned with safety measures for British Railways. He will 
take up his new duties on August 1. The appointment is one 
that will be widely welcomed. Sir Alan Mount will bring to 
his new position an unrivalled wealth of experience and a keen 
intellect. which should go far to assist in the solution of many 
problems which will face the railways in the near future. The 
co-ordination of safety measures of the former main-line rail- 
ways will become increasingly necessary as co-ordination 
proceeds. 


*~ 4 * * 


Canadian Earnings and Expenses Rise 

In March, operating revenues of the Canadian railways 
totalled $74,325,139, an advance of 9-1 per cent. on the same 
month of 1948. Operating expenses rose by 16 per cent. to 
$70,612,242 These totals are new peaks for any March. 
Operating income, at $1,315,330, compared with $3,654,475, 
was insufficient by far to pay fixed interest and other charges. 
There was an improvement of 12°5 per cent. in freight revenues 

$61.610.342—but passenger revenues were 12°6 per cent. 
down, at $5,748,393. Maintenance expenses were considerably 
heavier. Tax accruals, partly as a result of the reduced in- 
come. dropped from $2,502,947 to $1,526,279. Applications for 
further increases in freight rates and mail payment are pend 
ing. Operating revenues of the Canadian National Railways 
rose to $36,210,700, 10-1 per cent. higher than March, 1948, 
but operating expenses, at $35,992,520, showed an increase of 
16 per cent. On the Canadian Pacific Railway revenue was 
$30.890.969, an increase of 9 per cent., but total operating 
expenses advanced by 18 per cent., to $29,468.297. Unions 
representing some 100,000 Canadian railway workers are at 
the present time demanding a five-day 44-hr. week and a wage 
increase of seven cents an hour on the expiration in July of 
the present agreement for a 48-hr. week and average hourly 
wage of $1 9 cents. 
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British Transport Officers’ Guild 

As we have previously recorded, the British Railways Officers’ 
Guild recently extended the scope of its membership and activi- 
ties, and changed its name to that of British Transport Officers’ 
Guild; and the first annual general meeting of the re-constituted 
Guild was held recently, with the Master, Mr. A. L. Castle 
man, presiding. He reported that there was a steady increase 
in membership, and that total membership was now 1,700. 
In a recent statement, the Guild pointed out that it is now 
in a position as an association to represent, in addition to the 
Railway Executive officers, higher administrative and technical 
staff, those of the Hotels Executive and the Docks & Inland 
Waterways Executive, and those eligible members of nationa!- 
ised road transport undertakings completely owned or acquired 
by the British Transport Commission in any part of the country 
Mr. Castleman reminded the meeting, however, that it was 
natural that the majority of members at present should be rail- 
way staff, and that extension to other branches of transport 
must necessarily be slow. The Treasurer, Mr. W. J. England, 
reported to the meeting a healthy financial position; and 
various matters referred to by members included the impor- 
tance of recognition by the Transport Commission and of 
increased recruitment. 


* * * * 


An Australian Problem 

Costs have been rising so rapidly of late in Australia that 
unification of gauge throughout the Commonwealth is now 
expected to involve an expenditure of about £280,000,000. This 
vast outlay is, however, considered to be amply justified for 
various reasons, not the least of which is that a uniform gauge 
is an important strategic consideration in preparing to meet the 
ever-growing threat to Australasia arising from international 
developments in the Far East. On the other hand, there are 
many important national and state industrial developments 
which can only mature if priority is given to such costly rail- 
way improvements as the construction of new lines and the 
doubling and electrification of sections; the difficulty is to 
finance them and gauge-conversion simultaneously. This 
problem is particularly acute in Victoria and Queensland, where 
the bulk of the gauge-conversion is necessary, and where some 
of the most important industrial developments are urgently 
needec. If railway expansion and improvements in those 
States are postponed until they can be carried out to and con- 
nected with the 4 ft. 84 in. gauge, national and state prosperity 
will be seriously affected; whereas if they are sanctioned, not 
only will immediate financial difficulties be increased, put the 
cost of subsequent gauge-conversion will be greater. 

* * * . 

Overseas Railway Traffics 

At April 30, operating expenses of the Canadian National 
Railways for the first 17 weeks of 1949 were higher by 
£3,658,250, at £39,133,500, During the same period,a £2,097,500 
increase in operating revenues was insufficient to counteract 
the advance in expenses and, consequently, net revenue showed 
a deficit of £133,250 and was £1,560,750 lower than in 1948. 
Operating revenues for the month of April were £146,500 lower 
than the equivalent period last year and expenses increased by 
£493.000, so that net revenue for the four weeks fell by 
£639,500, to £401,750. Antofagasta (Chili) & Bolivia receipts 
for the two weeks ended June 12, amounted to £96,560 and a 
£2,350 setback in the first week was offset by a similar advance 
in the second. On the aggregate, traffics are up by £309,160, 
at £1,540,330. During April, Midland of Western Australia 
railway and road services receipts advanced by A£199, to 
A£30,072, and aggregate traffics for the current 43 weeks now 
are A£290.377, as compared with A£239,345 last year. 


* * * . 


Small Goods and Parcels Traffic 

The carriage of small goods and parcels. an important item 
in the traffic of nearly ali railways, was chosen as one of the 
subjects for discussion at the recent enlarged meeting of the 
Permanent Commission of the International Railway Congress 
in Lisbon. The reporters were Mr. P. H. Sarma, Director of 
Wagon Interchange and General Secretary, Indian Railway 
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Conference Association, and M. G. Moulart, Chief Engineer 
Technical Operating Department, Belgian National Railways. 
A summary of these reports, which embrace the arrangements 
for dealing with this type of traffic in many parts of the world, 
appears elsewhere in this issue. Except in France and A| 
railways are under no legal obligation to provide collec:ion 
and delivery services for small goods and parcels, but coor- 
to-door transport is available in most countries, without extra 


charge, at least in the larger towns. These cartage arranyge- 
ments are undertaken either by the railways or by con- 
tractors, and constitute an important part of the service. [he 
systematic regulation of the collections and deliveries greatly 
facilitates the smooth and efficient working of a rai ay 


station handling large quantities of traffic. 
* * a” *~ 


Mechanical Engineering Research Organisation 

In our issue of October 24, 1947, reference was made to the 
decision to build the new Mechanical Engineering Research 
Laboratory of the Department of Scientific & Industrial 
Research in Scotland. Though a great deal of enginecring 
research is already undertaken in Great Britain by various 
bodies, including the universities and groups of industrial under- 
takings, many basic problems exist which, when they are solved, 
provide information of value to a number of quite different 
industries, and which are more appropriately tackled centrally, 
The aims of the new laboratory are, briefly, to assist industry 
in the more efficient use of engineering materials and improved 
methods of design leading to increase in speed of machinery 
and reductions in weight, more elficient and lighter hydraulic 
machinery and heat exchangers, improved methods of measure- 
ments and their industrial applications, and the provision of 
basic data in advance of the immediate needs of the practising 
engineer so that he can go ahead without delay on a promising 
new development without taking any unreasonable risks. Tem- 
porary accommodation already has been provided in East 
Kilbride and work will start there in the next few months on 
the subjects of lubrication and machinery research. Eventually 
this new D.S.IL.R. laboratory will be a storehouse of informa- 
tion on mechanical engineering research throughout the world 
and will be available for the use of industry generally. 


* * * * 


Design of Railway Refreshment Rooms 

Before the British railways came under State control on 
January 1, 1948. and also before the war. various schemes 
were under consideration for improving the standard of rail- 
way refreshment rooms, completion of which naturally was 
impossible during the period of emergency. Recently, as was 
stated in an editorial article in our issue of April 8, Lord 
Inman, Chairman of the Hotels Executive, British Transport, 
has given further details of the plans now in hand for im- 
proving railway catering services of all kinds, including hotels, 
refreshment rooms, and restaurant cars. With regard to 
refreshment rooms, methods of catering have been revised, 
special attention being paid in recent years to cafeteria service 
and the separation of licensed and unlicensed bars. Some idea of 
the extent of this service, moreover, can be gathered from the 
fact that there are now 476 railway refreshment rooms of all 
sizes. Since the war, examples of modernised refreshment 
rooms, buffets, etc.. have been described and illustrated in 
these pages from time to time, and elsewhere in_ this 
issue are three further illustrations showing, first, two 
designs for modernised refreshment rooms for the former 
L.N.E.R., and, second, one of the schemes completed by the 
G.W.R. before the war. 


* * * * 


Western Region Coaching Stock 

One of the few milestones of improvement in main-line ser- 
vices since the war is to be seen in the newest Western Region 
third-class corridor coaches which are a product of former 
Great Western Railway design and organisation. So spacious 
and well-planned are the compartments, several photographs 
of which are reproduced elsewhere in this issue, that the pas- 
sengers are often heard asking if they are first class. The 
riding qualities also leave little to be desired and the whole 
conception is clean and modern. It is amusing to see experi- 
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enced and wily passengers on the Western Region watching a 
train come in, identifying the latest coaches, and then making 
a rush for them. No better tribute could be paid to the work 
of the old Great Western C.M.E.’s staff. If more of these 
coaches could have been introduced on British Railways it 
would have helped greatly in assuring the travelling public that 
improvements were well on the way, but apparently this stock 
is not to be perpetuated. 


* * * * 


Oil-Burning 4-6-0 Locomotives for Egypt 

Thirty-two oil-burning 4-6-0 type locomotives recently have 
been completed at the North British Locomotive Co. Ltd. 
Hyde Park Works, for the Egyptian State Railways. These 
mixed-traffic engines, details of which are given elsewhere in 
this issue, are to be followed by a further eighteen of the same 
type, six of which will have roller bearings on the coupled- 
wheel axies. A 210 lb. per sq. in. boiler, 21 in. dia. by 28 in. 
stroke cylinders, and 6-ft. coupled wheels give a tractive force, 
at 85 per cent. boiler pressure, of 30,610 lb. and the total 
weight of engine and tender in working order is 145 tons 
16 cwt. The ail-welded steel firebox incorporates a Nicholson 
thermic syphon and contributes 233 sq. ft. to the total evapora- 
tive heating surface of 2,191 sq. ft. The tenders for the first 
32 of these locomotives are of the eight-wheel type, with steel- 
plate framing, and have provision for 5,500 gal. of water and 
9 tons of oil fuel. Both the water and oil tanks are of welded 
construction and an oil-heater is installed. Timken roller- 
bearing axleboxes have heen fitted throughout the tenders, 
which weigh 61 tons 13 cwt. in working order. 


* * * * 


Railway Wage Negotiations 


T= most that can be claimed for the intensive efforts by 

Ministry of Labour officials, the Railway Executive and 
trade union spokesmen over last weekend, is that the dead- 
lock preventing meetings between Railway Executive and 
unions on the wages claim has been broken. A summary of 
the position reached is given elsewhere in this issue. 

It cannot be suggested, however, that a settlement of 
the problem, which has been raised by the insistence of 
the National Union of Railwaymen to press for an all round 
increase of 10s. a week is any nearer. Moreover, as the 
threat of the imposition of “working to rule” is still held 
out by sections of the men if the negotiations are not con- 
cluded to their satisfaction, within limits of time which they 
have set, an element of duress remains in the negotiations. 

So long as the men maintain their stand that nothing less 
than a general increase of 10s. a week is acceptable, there can 
be no prospect of a successful conclusion to the talks. There 
are certain facts about the present situation which cannot be 
gainsaid, One of these is that there is not the money in 
railways at the present time to enable the demand to be met. 
Present indications are that there will be a deficit on railway 
working in respect of last year of the order of £20,000,000 
to £30,000,000. For the current year, prospects so far as they 
can be estimated from outside the industry, appear to be rather 
worse. The Transport Act, it is true, does not insist—indeed, 
it could not—that the railways, or British transport as a whole. 
should show a surplus in any one year, but it does lay down 
that “taking one year with another” the Commission shall 
be able to pay its way. If the present wage claims were 
granted, that phrase might have to be altered to read “ taking 
one decade with another.” with little prospect, indeed, that 
financial equilibrium would ever be achieved. 

The present wages claim arises from a lack of appreciation 
on the part of the workers of the position of the industry. 
For this the blame must be laid at the door of those who. 
for many years, have been inculcating into the workers 
Utopian ideas of prosperity to be achieved when the railways 
were nationalised. 

The men are now in the uncomfortable process of un- 
learning much that they have been taught by political propa 
gandists. Already they have seen their aspirations of workers’ 
control rejected by some of their leaders who have achieved 
governmental rank. They have not found that nationalised 
industries provide endless sources of wealth. National boards 
are not more pliable in their dealings on wage matters than 
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were the old privately-owned companies. The railwaymen in 
their recent dealings with the Railway Executive have dis- 
covered that having a former trade union leader on the other 
side of the fence does not necessarily make acceptance of 
ambitious wage claims easier to negotiate. On matters such 
as lodging turns, it may even be a positive disadvantage to the 
men to have to discuss ill-founded objections with one who 
knows their conditions of work at first hand. 

The most charitable interpretation of the present wage claims 
is that they are ill-timed. If the men believe that nationalisa- 
tion of railways will lead to the ability to pay higher wages, 
they must appreciate that certain factors other than the mere 
fact of State ownership are inherent in that belief. In the 
eighteen months which have elapsed since the railways passed 
under State centrol the organisational changes which have been 
made have not been such as to yield any great economy— 
certainly none commensurate with the decline which has 
occurred in gross traffics, or with the cost of meeting the men’s 
claims. If the men believe that substantial economies will flow 
from national ownership, it can only be through the operation 
of such factors as standardisation of equipment and mainten- 
ance methods, and what became known between wars as 
* rationalisation.” 

There has not as yet been any great measure of in- 
tegration within the railways, certainly not on a_ scale 
which could yield wholesale economies. Any developments 
of this kind must necessarily be very long-term. The old 
L.M.S.R. achieved some very large economies after the 
grouping, but the full fruits of its efforts in this direction were 
being achieved only just before the outbreak of war—sixteen 
years after grouping took place, The task on this occasion 
must be even greater and the time allowed for its fructifica- 
tion may not be less. 


* * * * 


London and Home Counties Railway Planning 


R. J. F. POWNALL, whose * Railway Network ” scheme 
has already been referred to in our issue of December 27, 
1940, has now turned his attention to “ The Rank Bad Planning 
of London Transport,” and criticises two schemes in this 
pamphlet*—the extension of the Bakerloo trains over the old 
Metropolitan line from Finchley Road to Stanmore, and the 
recent extension eastwards of the Central Line. In the first 
case, Mr. Pownall would have avoided Baker Street altogether, 
Stanmore trains diverging from the Bakerloo just north of 
Regent’s Park, whence a new tube would have taken them 
direct to Swiss Cottage, and in the second instance a direct 
Leyton to Liverpool Street tube, with stations at Victoria Park 
and Cambridge Heath, would supersede, and save about a 
mile on, the present route via Stratford. 

It is always easy to suggest alternative underground routes 
by drawing ijines on a map of London, and criticism of such 
schemes is futile without any idea of the cost and the engi- 
neering Obstacles. All that can profitably be done is to con- 
sider briefly what the facilities would have been had construc- 
tion been carried out on Mr. Pownall’s ideas. Neither of his 
schemes would have done anything to ease the pressure on the 
tubes in the inner area, and the estimate of a saving of 4 
minutes on the Oxford Circus to Finchley Road run is open to 
question. 

Mr. Pownall would reconstruct Oxford Circus Station, 
with a terminal bay (as at Kings Cross, Metropolitan) 
between the two through platforms, so that some Stanmore 
trains could start from and terminate at Oxford Circus, but 
this would not really increase the carrying capacity of the 
Bakerloo from Oxford Circus to the proposed divergence 
beyond Regent’s Park, and would reduce the number of trains 
south of Oxford Circus. All Baker Street traffic, and passengers 
from Metropolitan stations west or east thereof, would use the 
Uxbridge or Watford line trains to Finchley Road. 

Mr. Pownall admits that his Leyton to Liverpool Street tube 
would destroy a very convenient and largely-used connection 
with the District Line at Mile End, but it would give a new 
interchange at Victoria Park with the old “ North London,” 
though, as Mr. Pownall’s idea is to increase the capacity of 
his tube by a skip-stop arrangement—each train stopping either 


***The Rank Bad Planning of London Transport’’ by J. F. Pownall, 
id 


Moxon, London. Price 9d. 
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at Victoria,Park or Cambridge Heath, but no train serving both 
stations—the Victoria Park service would not be very good. 
Mr. Pownall, however, would use the mile of tube construction, 
which he estimates would be saved on the present scheme, for 
what he calls a “relief loop,” running from just north of 
Liverpool Street tube station to new platforms at St. Pauls. 
But all passengers for District Line stations westwards would 
have to transfer to the Circle Line trains at Liverpool Street, 
which, says Mr. Pownall, have “accommodation to spare” 
there. We cannot see how this alternative scheme would have 
suited the travelling public any better than the present arrange- 
ments. 

The latter part of the pamphlet is devoted to Mr. Pownall’s 
“network plan for speeding up railways,” dividing the country 
into “hour sections” to be traversed by an express, taking 
about 52 min. on the journey, every hour, so that through pas- 
sengers could pass through three or four sections in as many 
hours, in some cases (as we understood from previous explana- 
tions) in through carriages. In so far as such a scheme pro- 
vides a regular-interval service of expresses of moderate length 
—‘*Shorter Trains and More of Them,” in fact—over cross- 
country routes, it has much to commend it, but the amount 
of new construction involved seems to put the idea quite out- 
side the range of practical politics today, for even where Mr. 
Pownall postulates the use of existing main lines, as on the 
Northwood-Woodford and Woodford-Nottingham hour-sec- 
tions, much engineering work and station rebuilding would still 
be necessary to operate the scheme. 

The author commences by instancing his Liverpool—Stoke- 
on-Trent—Nottingham hour-sections, where cross-country ser- 
vices today are extremely poor and a considerable traffic might 
be worked up, but when he comes to deal with the London 
Transport area, with hour-stations at Northwood and Green- 
hurst (south of Oxted), the weakness of the idea is apparent. 
With the train services now provided to and from London 
termini (and Mr. Pownall, apparently, does not envisage the 
removal of any of these termini, or any worsening of their 
train services) it seems most unlikely that many passengers 
would use the hour-sections to avoid travelling across London. 
There is no reason why—to take Mr. Pownall’s own examples 
people from a “ wide area north-westwards of London ™ should 
converge on Northwood (even if they could conveniently do so) 
for the sake of a quick hour-express run to the South Coast 
Shoreham is the hour-station reached from Northwood, and 
Havant and Folkestone from Greenhurst—nor why a passenger 
from Brighton to Nottingham should make his way to Shorcham 
and then pass over three hour-sections through Northwood and 
Woodford, fast and frequent though the service might be. The 
idea of by-passing Lendon is admirable, but we are afraid 
that nothing short of a complete re-planning of British Railways 
would make Mr. Pownall’s scheme feasible. 


* * * * 


U.S.A. Railway Position 


N our May 6 issue we published an article on the recession 
in U.S.A. railway business this year. There is still no sign 
of an end to the setback. During the 18 weeks ended May 7, 
wagon loadings were 1,113,000 fewer than in 1948, or 8 per 
cent.. and 2.028.000 below 1947, or 13°6 per cent. These 
decreases reflect the fall in U S.A. industrial production which 
has continued for six successive months. Neither the railways 
nor the Shippers Advisory Boards believed that the record level 
of 1947 could be maintained, but the downward trend is steeper 
than they expected. 

Writing from New York on May 22, the correspondent of 
The Times reported a forecast by Mr. J. L. Snider, Professor 
of Business Economics, Harvard, that production and prices, 
which had fallen already 6 or 7 per cent., would decline further 
by as much as 15 to 20 per cent. before the close of 1950. The 
outlook for the railways is not bright. For the first quarter of 
1949, their net operating income was $128 million, compared 
with $142 million in 1948, or nearly 10 per cent. less. The 
Western District railways were hit worst as a result of the hard 
winter. 

The Chicago & North Western, Milwaukee, Great 
Northern, * Soo Line,” Northern Pacific, and Union Pacific, all 
finished the quarter with deficits. A serious weakness affecting 
all lines is the loss cf less-than-wagon-ioad traffic at the rate of 
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15 per cent. below 1948 and around 25 per cent. below 1947 
The existing system of handling “ smalls’ should be altered 
radically, as it is failing to hold the business. 
* * * * 


The Team Spirit in Transport 

M R. JOHN BENSTEAD, Deputy Chairman of the Britis 

Transport Commission, must have prepared his pape 
presentation at the Buxton Congress of the Institute of Tran 
port some time before it was presented on Wednesday |, 
He could hardly, however, have selected a more topical subje. 
than * The Team Spirit in Transport,’ for recent difficult 
on the railways in particular, have shown how necessary 
the fostering of this spirit. 

Mr. Benstead performed a useful service at this juncture in 
describing the progress which has been made in managemen 
employee relations over the last eighty years. Maybe some 
of the locomotive crews who have objected so strongly to 
lodging turns of duty will be interested to be reminded that 
about the beginning of the century railway employees were 
subject to a discipline almost as rigid as that exercised in 
the army. “They were required to devote themselves 
exclusively to the railway service, reside where required, and 
obey without question all orders from persons placed in 
authority over them.” 

The first lasting trade union was established in 1870 and 
two others followed in 1880 and 1897. Their advent was 
bitterly opposed by railway managements, but later a scheme 
of conciliation was accepted for a trial period. It was not 
until after the national strike in 1911 and a Royal Commission 
Report containing suggestions for an amended scheme of con 
ciliation that a plan was approved giving conciliation boards 
powers to deal with conditions of employment as well as wages 
and hours of labour. There was, however, no provision fo: 
trade union “recognition ”; this was not accorded officially 
until 1919. Since then. the conciliation machinery in the rail- 
way industry has been developed until, just before the outbreak 
of the recent war, it was widely considered to be among the 
best and most effective schemes of its kind in the world. 

Mr. Benstead said that in his experience the negotiating 
machinery was elastic and comprehensive, but it could be 
slow and cumbersome. and sufficient authority for settlement 
was not vested in those responsible at the lower stage of the 
machine. He agreed that in a vast organisation where agree- 
ments are national, a sense of frustration can arise if the 
majority of matters are referred to headquarters and the posi- 
tion of local management and the men’s representatives 
weakened. 

He had some important comments to make on an issue which 
is arousing considerable controversy at the present time 
where does management begin and end, and within what limits 
can it be shared? Mr. Benstead said that it would be fatal to 
impose on industry, in particular on transport, any scheme 
which was so elaborate and which possessed veto rights that 
decision could not be speedily reached and implemented. 
* Management by committee” at all levels would have such 
a paralysing effect that even those who advocate it would be 
quickly disillusioned if it were attempted. He felt that a more 
useful purpose would be served by conceding to the men the 
widest measure of consultation. 

This should be practised at all levels. In its application to 
the British Transport Commission’s undertaking, it has been 
offered to the unions at the highest level through the British 
Transport Joint Consultative Council. At the local level. the 
Railway Executive has offered that matters not coming within 
the realm of machinery of negotiation should be dealt with by: 

(a) indication by the management of the intention to take a 
certain line of action: 

(b) arrangements for discussion with the staff representatives 
at the appropriate level; 

(c) consideration of any representations which the staff may 
make in regard thereto; é 

(d) notification of the decision by the management with. if 
necessary, explanations for declining to give effect to the 
representations of the staff. 

The following were given as examples of subject and levels 
of consultation. At station depot or yard level, there could 
be discussions on such matters as staffing arrangements and 
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establishment; station construction in relation to traffic handles; 
track and signalling layout; station equipment, cranes, stores, 
eic.; cartage plant—types and number of vehicles; relations with 
public, traders, and other forms of transport; passenger and 
freight train working at a particular station, depot, or yard. 
At district, departmental, or regional level the matters coming 
under discussion could be: staffing arrangement and establish 
ment where more than one station, depot, or yard is involved; 
introduction of new methods of working, or alterations to exist- 
ing methods, which are general to a Region, department or 
district; design of locomotives, passenger and freight rolling 
stock, with particular reference to the efficient performance 
of duties and conditions under which performed; planning of 
passenger and freight timetables covering districts or sections 
of the line; punctuality and time-keeping of passenger and 
freight train services; introduction of new apparatus intended 
to be general or standard in its application; development or 
closing of lines, stations, depots or yards. At Railway Execu 
tive or Regional headquarters level, matters of high policy not 
appropriate to consultation at the other two levels would be 
suitable. These would be matters involving British Railways 
as a whole. 

Mr. Benstead said that the Executives would do everything 
possible to publicise the arrangements for the machinery of 
negotiation, consultation, the opportunities of training and 
education, and so forth. If the staff was to understand the 
objectives of management the difficulties surrounding the 
industry and its achievements and failures, the only way that 
this could be done was by the provision of adequate informa 
tion simply and practicably presented. He was a strong 
advocate of the strongest personal contact between officers and 
staff. To get the confidence of the men there was no surer 
way than being “ out on the road” with them. 


* * * x 


Tasmanian Government Railways 


i its report for the year ended June 30. 1947, which we 
have received from the Commissioner, Mr. S. Wilson, the 
Tasmanian Transport Commission shows how costs have 
increased steadily in recent years for reasons outside its 
control. In 1941-42 there was a record traffic in passengers 
and goods, but expenses increased on an even steeper scale 
due to increases in wages and prices of materials. Early in 
the next year, passenger fares were increased by 10 per cent. 
and goods rates by 15 per cent., resulting in a very sub 
stantial improvement in the financial position, but costs due to 
war conditions, and other extra charges, rose out of propor- 
tion to the higher earnings. This trend continued, despite 
the fact that only a small additional mileage was run to earn 
the higher revenue, resulting in greater returns per traffic-mile. 
In the year covered by the report, new wage rates for weekend 
work involved increased costs of £21,000 a year. and an 
application that has been made for similar concessions to be 
extended to all grades of staff would mean an additional 
cost of £37,400 annually. exclusive of what has been granted 
already. As to the current year, the 40-hr. week which 
has operated from January 1 will cost the railways between 
£70,000 and £80,000, while a 6s. increase in the basic wage 
rate will be in force throughout the 12 months instead of for 
only six months as during the year reviewed by the report. 

Railway earnings in 1946-47 were £892,734, a decrease of 
£33,839 compared with the previous year. Working expenses 
rose from £61,632 to £1,126,091, resulting in a loss on working 
of £223.357, which was £95.471 higher than in the preceding 
year. Some results are compared in the table below: 


1945-46 1946-47 

Mileage open 640°5 640-5 
£ £ 

Passenger revenue oe ae ia 304,266 247,042 
Goods & minerals pos : iad 528,771 551,197 
Other earnings . ats in 93,536 94,495 
Total operating revenu re sid 926,573 892,734 
Working expenses ats rr in 1,064,459 1,126,091 
Loss on working re Ses age 137,886 233,357 
Interest & depreciation we a 229,978 233,839 
Surplus stores recovered ‘as ‘i 8,802 
Deficit on operation ond aia 364,471 458,394 


Passenger journeys decreased by approximately 5 per cent., 
although still 840,201 above the 1939-40 total. There was an 
increase in the numbers travelling with workers’ weekly 
tickets, who now represent 45 per cent. of the total number of 
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passengers carried by the railways, equivalent to 84,718 
passenger-journeys more than in the previous year. The in- 
crease in workers’ weekly tickets was caused by growing 
industrial development of the country. Other suburban travel 
and cross-country journeys were reduced, an increased petrol 
ration and a consequent greater use of public and private 
motor vehicles being responsible in both cases. 

Although the total tonnage of goods and minerals carried, 
at 865,609 tons, showed an increase of 21,208 tons, there was 
a decrease of 37 per cent. in the tonnage of agricultural 
produce due to the discontinuance of wartime traffic. In 
creased production of coal in Tasmania brought an increase 
of 21 per cent. in the tonnage conveyed, accompanied by a 
rise of 13 per cent. in revenue. During the year, a detailed 
survey of the operations of all branch lines was carried 
out by the Acting General Manager to enable recommenda- 
tions to be made on the closing of those which are 
uneconomical. It was decided to recommend the permanent 
closing of the line between Zeehan and Regatta Point, on 
which. in 1946, a deficit of £8,378, exclusive of interest and 
depreciation, was shown. After hearing representations from 
residents in the district, however, the Government decided to 
continue operation of the line until such time as the future of 
mining activities on the West Coast is known. All train ser- 
vices on the Apsley branch were suspended as from July 1, 
1947; this line had been served latterly by only one 
goods train a week and a return diesel railcar trip, also 
worked once weekly. No action is being taken to dismantle 
the line until it has been shown that the road service which 
has been substituted can meet reasonable public requirements. 

Although the Salmon River branch was closed on May 23, 
1946, a licence was granted subsequently to a timber com- 
pany to make use of it, and also to operate the Salmon River 
Tramway, and these measures were approved on April 11, 1947. 
Consideration was given to closing the 8-mile Melrose branch, 
which has been incurring a loss of approximately £5,000 a 
year. It has been indicated by the Government, however. that 
the line must be maintained to provide transport for the 
agricultural lime industry at Melrose. 

Discussing the reasons for railway losses in Tasmania, the 
report puts forward various facts to explain the anomalous 
position of increasing losses while revenue remains buoyant, 
the railway revenue in 1946-47 having been 65 per cent. higher 
than in 1939-40. It is remarked that profitable operation of a 
railway system in Tasmania is almost an impossibility, the 
cost of construction and maintenance, due to the rugged 
nature of the country, being a heavy charge on working 
expenses; while the steep gradients and sharp curves militate 
against the haulage of profitable loads and expeditious run- 
ning. The average length of haul is only 73 miles, and 
there is not a great volume of paying freight because the 
large towns on the sea coast derive their supplies directly 
from the mainland of Australia. Another adverse factor is 
the considerable mileage of lines built for developmental 
purposes and not with the idea of making a profit. These 
lines have contributed to the economic wellbeing of the State, 
but some have outlived their usefulness. While the Transport 
Commission has closed some of these non-paying lines, 
strenuous opposition has been encountered whenever it is 
proposed to close others. Apart from the question of rising 
costs mentioned already, the report draws attention to the 
adverse effect of so-called “economies” effected during the 
depression years, the result of which was deterioration of the 
rolling stock and permanent way. Heavy expenditure was 
incurred thereby in later years in an effort to catch up 
arrears. and the system has never recovered from this dis- 
ability. 

The report states that the railways might make profits if 
operated as a commercial undertaking, but only at the ex- 
pense, and possibly the ruin, of the primary and secondary 
industries of Tasmania. Heavy increases in expenditure on 
roads would be necessary if they were to be substituted com- 
pletely for rail transport. Fuel, also, would rise to about six 
times its present cost and the effect on export and other 
industries vitally concerned with cheap freight rates might well 
be disastrous. Manufacturers and primary producers are 
warned that if they wish to take advantage of uneconomic 
freight charges, then they must recognise that financial losses 
are an inevitable form of subsidy to industry. 








690 THE RAILWAY GAZETTE 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


‘* Tavern Cars” 


Basildon Park, 
Berks. June 19 
To THE Epitor oF THE RAILWAY GAZETTI 

Sir,—The following is an extract from a booklet issued in 
1940 by the Chicago & North Western Railway advertising 
the “City of Denver” streamliner. 

FRONTIER SHACK, 

Here is a most unique and delightfu! feature of the “City 
of Denver.” It is... a faithful reproduction of an old- 
fashioned frontier tavern. Although it is air-conditioned, and 
has concealed lighting, it is fitted up in the style that takes 
you back to the mining camp days of °49. The wails and 
ceiling are of unfinished and unmatched white-pine boards. 
face nailed and of uneven lengths and widths. Natura] log 
ceiling beams complete the picture of a typical frontier con- 
struction From the walls protrude long. square iron 
spikes for coats and hats. Delightful old-time brass lamps 
with smoked chimneys hang from the ceiling, and on the 
shelves are replicas of old-time oil burners Decora 
tions, ornaments, rifles, horns, and “reward” posters provide 
additional frontier-day atmosphere. 

Yours faithfully. 
MAXWELL TAYLOR 


Road Maintenance 


Essex House, 
Essex Street, Strand, 
London, W.C.2. June 13 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sik,—The abandonment of little-used country roads suggested 
by Mr. R. G. R. Calvert in your June 10 issue would in many 
cases entail the complete isolation of farm and other lands from 
the outside world. 

Apart from other difficulties, under the Highway Act, 1835, 
the owner or occupier of any such land could appeal to Quarter 
Sessions from the local Justices’ Certificate—required by the 
Statute—that the road was “ unnecessary” and a verdict by the 
jury either that the road was not unnecessary, or that the appel- 
lant would be “ injured or aggrieved ” by the proposed stopping 
up of the highway, would have the effect of quashing the local 
Justices’ Certificate. 

Yours faithfully, 
KENNETH BROWN 


How to Make “ Your Railways” Pay 


* Belle Vue.” 
8, Crowfoot Gardens. 
Beccles. Suffolk. June 7 
To THE Epitor oF THE RAILWAY GAZETrTt 

Sin,—May I endorse the remarks of Mr Bassett. made in 
his letter, published in your issue of June 3 under the heading 
of “ How to make * Your Raiiways* Pay.” with the following 
comments. 

The reduction of rail fares and charges is. |} am certain, the 
only real solution to stop the present heavy decline in railway 
receipts. On!y by substantially reducing fares and charges, will 
iravellers and merchandise be enccuraged back to rail transport, 
and whilst this may prove be a long-term policy, so far as 
producing substantial increases in receipts. without doubt it 
will make the public rail travel-minded for the future and 
enable the railway industry to take full advantage of any 
increased trade and prosperity which may arise. 

In the meantime | suggest a very intensive drive should be 
made, with the help of staff and working commissions and the 
various railway trade unions, to ensure that the most up-to-date 
and efficiens methods are being used, in all branches of the 
railway services, to produce a very speedy and economical rail 
transport system throughout the country. 

It has been the practice of the railway companies to use the 
services of staff and working commissions during the periods 
when traffic receipts have fallen and economies have become 
a dire necessity and this procedure appears to have the present 
support of the Railway Executive. Whilst this attitude no 
doubt serves its immediate aims in many ways, in the past it has 
created far too often a severe lessening of the esprit de corps 
spirit amongst the employees, due to the harshness in which 
many staff adjustments are made, as a result of the work of 
these commissions. 

As your correspondent Mr. L. Bassett very rightly 
points out, it is most important that this confidence anc 
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co-operation of all employees is fully maintained, if success jin 
the railway industry is to become an accomplished fact. 

There is little doubt that the attitude of the employees 
towards staff and working commissions would be muc! Dre 
amenable if they were conducted at a time when traffic receipts 
were rising and work on the railways was increasing, especially 
if they were convinced that the true aims of such commissions 
were solely ty ensure the efficient working of the railway 
services, resulting in the increasing, as well as the present fay 
too often decreasing, of staffs, where conditions warranted such 
alterations being made. 

With regard to the question of road transport, may | su :gest 
that the fares and charges be raised siightly, if the full use js 
to be made of the many railway services available; this action 
would restrict to a very great extent the movement of passengers 
ana merchandise by road, but would help greatly towards . 
solution of the present problem of congested and inadequate 
roads and the lessening of the evil of road accidents, and so on. 

Yours faithfully, 
cc. W. ROCKES1 


Railway Fares 


Eynesbury, 
St. Neots. June 6 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sir.—In your issue of June 3, “Curious” accuses me of 
having got my facts and figures a bit mixed. The remark, 
however, would more aptly apply to himself. 

For instance, although my previous letter distinctly said 
that the single fare “ was reduced to Id. a mile (2d. return),” 
he alleges that | did not specify whether the reduction applied 
to the single or return fare, or both! 

Then he claimed that I had made the “astonishing state- 
ment” that the return fare was afterwards reduced again to 
13d. a mile. This, he asserted, was a prima facie increase of 
50 per cent. on the immediately preceding level! But every- 
body else, | suppose, would have understood it to mean 34. 
it mile each way 

Curious” cannot seem to understand that. because they 
carry traffic in great bulk, railways are the cheapest form of 
transport. Consequently, it was creating a sheer anomaly to 
raise their charges to higher than road. 

As an illustration of present conditions, the following is an 
approximate comparison with French railway return fares: 


British 
Miles French Rail Road 
60 ‘ rm 9s. 6d. 16s. 6d. 12s. 
120 18s. 6d. 32s. 6d. 20s. 
180 28s 47s. 6d. 32s. 


Obviously, ii British fares had been reduced to French 
levels there would have been no need to incur the heavy ex 
pense of running hundreds of promiscuous excursions every 
week, 

The railways had already admitted that whenever fares 
had been reduced to around these levels, they had recovered 
their old and new traffics from the roads and increased their 
receipts. Consequently, it is impossible to understand why 
they have not followed this clear indicator and reduced ordi 
nary fares to the French simple mileage scale. There is no 
reason why it cannot even now be done, if only for the 
summer months as a general test case. 

Yours faithfully, 
E. R. B. ROBERTS 


Ordinary Fares- Calais-Dover 


6, St. James’s Avenue. 
Sutton, Surrey. May 19 
To THE Epiror OF THE RAILWAY GAZETTI 

Sir,—Last week, I had occasion to travel from Paris to 
London, for which journey I had previously obtained a second 
class (first on boat) ticket via Dieppe and Newhaven. Unfor- 
tunately, the early departure from St. Lazare (9.30 a.m.) proved 
inconvenient, so | decided to travel via Calais and Dover on 
which the departure time is approximately two hours later, and 
the fares, of course, are higher. 

One would have thx ought that the simplest way of dealing 
with this little problem would have been to charge the dif 
ference between the respective fares of these two routes, but 
nothing of the kind. The French Railways condescended to 
excess my ticket as far as Calais, but on my going aboard the 
invicta at Calais, British Railways surpassed themselves, for 
they refused to excess my Dieppe-Newhaven ticket, instructing 
me to claim a refund at a later date on that, and insisted on 
my taking an ordinary single from Calais to Dover. For this. 
| was charged the fantastic fare of £1 12s. 8d., and although 
travelling first class on the ship, I was given a third-class ticket 
on which was stamped, /nvicta. 

his must constitute an all-time record in high fares, even 
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for British Railways, and I should be very glad if some rail- 

way Official would enlighten me as to how such outrageous 

charges can be substantiated, seeing that the distance from 

Calais to Dover cannot be more than 25 miles at the most. 
Yours faithfully, 


R. A. WHEELER 


Major Developments in Locomotive Design 


61, Rupert Street, 
Glasgow. C.4. May 31 
To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—I should like to comment on Lt.-Colonel Harold Rud- 
gard’s reply to my letter of February 17, as follows, dealing 
first with omissions. 

1845. Pressure gauge. The name was misprinted in your issue of April 22 
and should be Schinz. Not being ina position to see Lt.-Colonel Rudgard’s original 
list | am not aware what was included, but would suggest that the pressure gauge is 
as much entitled to a place as, say, the spring loaded safety valve, which also is not 
wholly applicable to the locomotive. 

1860. 4-4-0 tender obviously referred to. 

1862. Steel boilers are a much more noteworthy development than steel fire- 
boxes which have had relatively little use in British practice. 

1871. The Gooch design of 1855 had no pivot on what would appear to be the 
bogie, and cannot be included under the head of 4-4-0. 

1889. I can hardly agree that Drummond's use of 200 |b. was only an experiment 
and nota major development. Reasoning thus, several items would require to be 
deleted from Lt.-Colonel Rudgard’s list, e.g., electric propulsion experiment on 
Edinburgh & Glasgow Railway. 

In fact, with the exception of some compounds exhibited at Paris about the 
same time which carried approximately 220 Ib. pressure, so far as | have been able 
to trace, Drummond was the first to use so high a figure in locomotive practice, 
though the proposed Metropolitan Railway 4-2-2 tank of 1861 was to have worked 
at 200 Ib. 

Continuing with dates of first application : 

1832. Steam brake ; date 1833 would appear tobeconfirmed by Mr. H. F. Hilton, 
The Locomotive, December, 1944. 

1846. G.W.R. Great Western built as 2-2-2, converted to 4-2-2 at a later date 
unknown to me. First new 4-2-2 built 1847. This is confirmed by Ahrons in 
** The British Steam Railway Locomotive,’’ page 68. 

1859. Though ona small Scottish line, Yarrow is entitled to as much credit over 
the introduction of the brick arch as Kirtley, even although the shape was different. 

1864. Adams radial axleboxes used on White Raven, St. Helens Railway, 1863. 
Confirmed by Ahrons. 

1867. Apart from Gray, long-travel valve gears were in use prior to 1867, 
e.g., the original Caledonian 6 ft. singles of 1847, and the 8 ft. 2 in. singles of 1859. 

18 Counter pressure brake. Though Chatelier himself claimed to be the 
inventor, his system does not appear to be different from that of Holt who has 
prior claim. 

1871. My remarks regarding Westinghouse and Steel-Mcinnes air brakes are 
confirmed by Mr. J. F. McEwan in The Locomotive, January, 1945. 

1889. G.N.S.tenders. As Lt.-Colonel Rudgard’s and my own dates are assumed 
to be of those of actual building the question of design does not enter into the 
matter and the tenders on the G.N.S. engines were built in 1890. 

1893. Oil fuel. Several items quoted in the list are of foreign origin and 
Urquhart is entitled to be included also. 

1897. The boilers onthe three ** Dunalastair "’ classes were of identical diameter, 
and the start of the large boiler era undoubtedly was the 721 class, the first of which 
appeared in January, 1896. 

1903. Mr. Hughes was in error here, and a photograph of No. 392 with the 
corrugated firebox appeared in The Locomotive, June, 1902. 

1912. Mechanical lubricators. Lt.-Colonel Rudgard’s statement on these is by 
no means accurate, and before 1912 Wakefield's first pattern was in use on at least 
the following British lines : Caledonian, G.S.W., N.S., G.C., N.E., L.N.W., L.B.S.C 
G.E. and G.N. 

Several other types were in use before 1912 such as the Bosch and the “* Trusty "’ 
(on L.N.W.), and the Ritter, tried by Hughes on the L.Y. by 1909 if not earlier. 


Yours faithfully, 
MONTAGUE SMITH, 


** Nursery Coaches ” 


22. Heatherfield Road. 
Marsh, 
Huddersfield. 
To tHE Epitok OF THE RAILWAY GAZETTI 

Sir,—We are bound to give the Railway Executive full marks 
for ingenuity with its “ Tavern Cars” but what a wasted oppor- 
tunity to make a notable advance toward the needs of a holiday 
travelling public. 

Few specialised types of passenger coach are more urgently 
required than “Nursery Coaches” where travelling families 
may find entertainment for small children on Jong journeys 
without constant fear of fingers being trapped in doors and 
windows or doors opening whilst the train 1s travelling—to say 
little of the constant nerve strain of ensuring that small 
chocolate-stained fingers are kept away from well-dressed 
passengers! 

The very real nightmare that this kind of journey can be to 
the tired mother is one great reason why thousands of such 
travellers try the buses and coaches on the road. They do at 
least offer a relief from the door worry, with greater certainty 
of a seat. 

The design of a “ Nursery Coach” and its provision in large 
numbers is a trump card in the railway pack which would 
establish it firmly in popular affection. Two or three years ago 
| submitted to the L.M.S.R. a general design for such a coach 
which was courteously acknowledged. 

I am convinced that the railway authorities would be well 
advised to plan specifically for family travel. They would be 
spared the expense of running very fast trains, for moderately 
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fast trains are usually faster than motor coaches. Simplicity of 
arrangements, cleanliness, safety, and elbow room are advan- 
tages which will justify somewhat higher charges. If the rail- 
ways can create a legacy of memories of happy childhood 
journeys they need have little fear for future support. 
Yours faithfully, 
WILLIAM B. STOCKS 


British Railways Publicity 


2, Abbey House, Park Street. 
Bridgend, Glamorgan. 
To THE EDitoR OF THE RAILWAY GAZETTE 

Sik,—In our local paper this week, an advertisement appears 
for a Whit-Monday excursion from Bridgend to Porthcawl 
by rail, fare 2s. 1d. return. 

These two towns are connected by an excellent quarter- 
hourly bus service and the fare is Is. return. To me, it seems 
a waste of advertising space to bring such railway “ facilities ” 
to the public’s attention, 

_ Surely, the space would be more usefully filled with publicis- 
ing the excellent cheap day fares to Cardiff now issued 
daily—2s. 7d.. as against the bus fare of 2s. 6d. 

Presumably, this sort of advertising is carried on all over 
the country. If so, it would appear to show a complete lack of 
knowledge of local conditions by those responsible. 

Yours faithfully. 
G. B. FINCH 


= 


June 7 


Increasing Goods Train Loads 


The Old Manor, 
Salisbury, Wilts. 
TO THE EpDITOR OF ‘THE RAILWAY GAZETTE 

Sir,—-While | agree with Mr. Macdonald’s letter in the issue 
of May 13, there 1s one point I would raise. It is certainly 
desirable that both trucks and trains should be fully loaded, 
but is it not equally and highly desirable that freight trains 
should be run to fixed schedule? 

If traders yet the idea that their consignments will only be 
forwarded “this year, next year, some time, goodness knows 
when,” then they are likely to put it on the road where they 
know when it will leave and when it will arrive. They will 
probably prefer a definite time to something indefinite and 
nebulous. 

The limit of loading would seem to be the point beyond 
which any increase would cause undue delay. The exact figure 
would depend on the line in question, the motive power avail- 
able, and even the weather conditions. Single lines are usually 
limited to a definite speed. 


May 14 


Yours faithfully, 


COURTENAY BARRY 
Cross-Country Service 
18. Milverton Terrace, 
Leamington Spa. May 31 


To THE Epiror oF THE RAILWAY GAZETTE 
Sik.—A bouquet instead of a brickbat for British Railways. 
I have been having a look at the summer timetables and 


gained some small satisfaction from the appearance therein 
of trains that you have allowed me to advocate in your corre- 
spondence columns. 

As the need was obvious. I am awarding myself no medal, 
but it is gratifying to have announced a through service from 
Paddington to Stratford-on-Avon, a later train from South 
Wales to Birmingham, and a new morning train from Rugby 
to Peterborough East. This is a semi-fast leaving at 9.52 a.m. 
and giving an arrival at 11.25 a.m. and is balanced by the 
2.0 p.m. from Peterborough, due at Rugby at 3.34 p.m. Sen 
sible trains these, even if peripatetic taverns are not attached. 
| hope ihat the 7.0 p.m. from Cardiff to Snow Hill will be con- 
tinued in the winter and that the train will get back many of 
the football parties lost to the roads by its absence. 

It beats me, however, why Bicester, an important country 
centre, surrounded by R.A.F. and Army establishments. is still 
without a train to London on Sundays. I am also licked as to 
why no nippy through service is provided in the summer 
between Coventry (population exceeding 250,000) and Strat- 
ford-on-Avon. Perhaps no British Railways observer has ever 
stood by the main road in an evening and watched the coaches 
and cars streaming from Coventry towards Stratford. 

Still, at the moment. I am quite. ready to raise my hat in 
token of appreciation for what has been done. 

Yours faithfully, 
GILBERT DALTON 
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The Scrap Heap 


Telegraphic address of the National 
Union ot Railwaymen headquarters is 
* Beware.”"—John Bouverie in the “* News 
Chronicle.” 

* . + 


NEW APPROACH 
A new phrase for “strike” has been 
thought up by mine-leader John L. Lewis, 
Ordering all miners to stop for a week 
from Monday, he said it was “a stabilis- 
ing period of inaction."—Report from 
New York in the “ Daily Express” of 
June 9. 
* * * 


The Victories of Man 
The Dower House, 
Harlington, 
Middlesex. March 12 
fo THE EpitorR OF THE RAILWAY GAZETTI 

Sir,—The following is an extract from 
Chesterton’s “ The Man Who Was Thurs- 
day.” You may find something in it which 
you would like to quote in the Scrap 
Heap. 

Gregory speaking: 

“ The poet delights in disorder only. If 
it were not so the most poetical thing in 
the world would be the Underground Rail- 
way.” 

“So it is,’ said Mr. Syme. 

“ Nonsense,” said Gregory. “Why do 
all the clerks and navvies in the railway 
trains look so sad and tired, so very sad and 
tired? I will tell you. It is because they 
know that the train is going right. .. . It is 
because after they have passed Sloane 
Square they know that the next station 
must be Victoria and nothing but Victoria. 
Oh, their wild rapture! Oh, their eyes 
like stars and their souls again in Eden if 
the next station were unaccountably Baker 
Street.” 

“It is you who are unpoetical,” replied 
the poet Syme, *. . . chaos is dull because 
in chaos the train might indeed go any- 
where, to Baker Street or Bagdad. But 
man is a magician, and his whole magic is 
in this, that he does say Victoria, and. lo! 
it is Victoria. No, take your books of 
mere poetry and prose, let me read a time- 


table with tears of pride. Take your 
Byron, who commemorates the defeats of 
man; give me _ Bradshaw who com 
memorates his victories. Give me Brad- 


shaw, I say.” 
Yours faithfully, 
H. R. BROADBENT 


THE RAILWAY GAZETTE 


A stationmaster, a signalman, a foreman. 
two clerks, and a machinist of the London 
Midland Region of British Railways are 
officiating as Mayors of English boroughs 
for the current year. 

* * * 


STATIONS FOR SALE 

Railway buildings on French branch 
lines which fail to pay their way, are being 
sold to help the housing shortage on the 
Somnie. Bray-sur-Somime Station, well 
remembered by 
may be had for £300 and Progart Station 
for £250. Small level-crossing keepers’ 
cabins, suitable for a childless couple, cost 
£5 each.—From the ‘ Sunday Dispatch.” 


* * ~ 
100 YEARS AGO 
From THE RatLway TIMES, June 23, 1849 


REAT LEEDS and LONDON DIRECT 
RAILWAY COMPANY.—NOTICE is hereby given, 
that the affairs of this Company having been finally wound 
up and settled, under the inspection and superintendence of 
the Committee of Shareholders appointed at the General 
Meeting of the Proprietors on the 19th December, 1845, a 
further and final dividend of 5s. 6d. per share will be paid to 
the shareholders, on application to Mr. John Milton, the 
Secretary, at the Offices of Wm. Bathy, Esq., the Solicitor 
to the Company, between the hours of Twelve and Two 
o’clock on the following days—Wednesday, the 4th, 11th, 
and 18th July. Onthe payment of the final dividend the 
shareholders must produce and deliver up their scrip certifi- 
cates, ‘‘orthe memorandum they received in exchange for 
the same on payment of the former dividend of #1. 10s. per 
share,”’ 
By order of the Directors, 
JOHN MILTON, Secretary. 


kK * * 


NATIONAL SAVINGS AT SWINDON 

National savings are going full steam 
ahead at the Swindon Works of the 
Western Region of British Railways. 
There are now 60 active savings groups at 
Swindon, and nearly 40 of these belong 
to a savings league in which workshops 
and offices compete each month for a 
cup. 

In three months these groups alone have 
contributed more than £8,100 to National 
Savings. Last year, the groups set them- 
selves a target of £34,000, and succeeded 
in raising £35,100. Savings since 1944 
have totalled £170,000. 

The groups have their own 
Committee. which meets once a month, 
and successes at these Swindon Works, 
where groups have been in existence since 
1916, are due largely to the efforts of the 
Savings Liaison Officer and Stores Super- 
intendent. Mr. H. R. Webb, in co-opera- 
tion with Mr. J. Brooks and Mr. W. 
Bennell. 


Savings 
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“It’s the new Tudor Superfort inspired by British Railways ‘taverns’ 


ted 


[From the ‘‘ News Chronicle "’ 


World War I veterans, 


June 24. 1949 


CoaL CUTS 
The engine pulling a fast train from 
Bournemouth to Waterloo approiched 
Woking with only a ovucketful of cou! left, 
A shunting engine was hurriedly called up 
to pull the engine and train to Wate 
From “ The Star.” 


* * * 


4 0— 


DOWN MARYLEBONE Way 


‘ . With their top hats and frock 
coats, the principal stationmasters of the 
London & North Eastern Railway have 
always had a dignity more reminiscent of 
the Foreign Office in Curzom’s day than 


the 7.30 night express to Aberdee 

I recall the stationmaster at York (or 
was it Waverley, Edinburgh?) who looked 
rather like Earl Grey of Falloden. Nothing 
mean or shady could ever have occurred 
on his platforms, and he had a presence 
that made his station more like a cathedral 
than a pull-up for engines. 

Then there was the stationmaster at 
Marylebone. I remember him weil. and 
I hope that he is there to this day; a 
grave, scholarly-looking man with re- 
sponsibilities stretching way up through 
places like Aylesbury and on into the Mid- 
lands to Nottingham amd Leicester. 

His station, Marylebone, was the queen 
of them all. Quiet, clean and self-con- 
scious in a superior sort of way. There 
never seemed to be any fish wagons or 
uncouth trucks carrying merchandise in 
Marylebone. They probably lived in the 
tunnel just outside the station. but cus- 
tomers were never permitted to see them. 

The booking clerks looked as if they 
were selling rather expensive tickets for 
good opera, and the engine-drivers, who 
had graduated with honours long ago on 
the old Great Central, showed by their bear- 
ing that they realised their station. 

Even the bookstall was a little different. 
They had more copies of The Times, and 
they used to display the Contemporary 
Review and the Nineteenth Century per- 
haps a litthke more prominently than their 
circulation justified. 

The porters used to shut the carriage 
doors quietly, and at one time they had 
wire baskets of flowers suspended over the 


platforms. Oh, the sweet nostalgia of it 
all!—William Connor in “ Crusader. 
*” * * 
Elegy* 
Thou wast too fair for such untimely 
death; 


Scarce had’st thou learned to draw maturer 
breath 

With all the vigour of thy youthful prime 

Then thou wert gone, as one born out of 
time. 

The stars, which danced attendance at thy 
birth 

And joyed to see such blossoming from 
dearth 

And deadly apathy, now turn aside, 

Sadly aware of destiny denied. 

In peace and war thy urgent footsteps wove 

A way of progress, thanks to those who 
strove 

To chart thy pathway and to lift thy name 

To heights undreamed of in the halls of 
fame. 

We loved thee well, but others loved thee 
best, 

Seeking to draw fresh ardours from thy 
Zest; 

One thing remains: 
will 

Or schemers plan—'tis “South for Sun 
shine” still! 


—whate’er commissions 


A. B. 


***End of the Southern Railway Company.”— 


R.G., June 17. 1949 
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OVERSEAS RAILWAY 


THE RAILWAY 


AFFAIRS 


CAZETTE 


(From our correspondents) 


SOUTH AFRICA 
Welding Operations 

The main object of the maintenance of 
the two large welding depots at Elands- 
fontein and Danskraal is the welding of 
short rails into longer sections, and con- 
siderable research work is being done. The 
longest rails in general use on main lines 
are 120-ft. lengths, welded together from 
40-ft. rails, but tests are now being carried 
out on one of the main lines with rails 
arc-welded to 960 ft. in length. 

The welding depots have already made 
great savings by the use of scrap steel, 
especially in the manufacture of overhead 
electrification masts from old rails. An 
other, equally important, aspect of this 
work is the diversion of stock of new steel 
to other purpyses. It has been possible for 
welded steel sections to be supplied at 
short notice, thus obviating delays in pre- 
paring specifications and calling for 
tenders. 

As most of the work carried out is for 
structural and permanent way purposes. 
the welding depots form part ef the Chicf 
Civil Engineer’s department and come 
under the direct control of the Welding 
Engineer. 


Housing Programme 

Although the scheme by which railway 
servants were enabled to purchase their 
own houses through the Administration’s 
housing scheme has been temporarily sus- 
pended, because of the present financial 
position, the Administration continues to 
provide departmental quarters for the staff 
stationed at 1solated points along the line 
as well as at the larger centres, and more 
than £3,000.000 has been spent on this in 
the last three years. 

During the last four years, some 2,200 
houses have been built for European staff, 
and 800 for non-Europeans, and another 
200 European and 400 won-European 
dwellings are under construction. The 
large number of railway houses’ built at 
some centres has developed new suburbs. 
among them Crosby (Johannesburg) with 
191 railway houses, Bellville (on the Cape 
suburban line) with 100 houses, and 
Elandsfontein (near Germiston) with 120 
houses. 


Railway houses in other towns and cities 
are usually scattered throughout the area. 
Various types of houses are provided for 
the different grades of staff, and thirteen 
different types have been designed by the 
railway architects to cater for these needs. 
They range from houses with an area of 
1.200 sq. ft., costing approximately £1,800 
each, for occupation by lower grades, to 
houses of 1,800 sq. ft., costing between 
£2,500 and £3,000, for the higher paid 
grades. The rents charged by the Admini- 
stration are kept as low as possible, and 
fer the lower grades are as little as £4 
per month, or less, depending on the 
size of the property. This compares 
favourably with rents charged for similar 
houses by private owners. 


PAKISTAN 
Development at Chittagong 
In Eastern Pakistan, the development of 
the port of Chittagong has been receiving 
careful attention. It has been decided to 
carry out certain improvements such as 
the modernisation of the port facilities, 
construction of new jetties, and the re 
modelling of the existing jetties at a cost 


NEW SOUTH WALES 


Quadrupling Necessitates New Parramatta 
Bridge 

The New South Wales Devartment of 
Railways is now constructing a new bridge 
over the Parramatta River at Meadowbank 
in connection with the Strathfield-Hornsby 
widening to four tracks. It will consist 
of three spans each 159 ft. in length, 
flanked by two of 157 ft., supported by 
piers consisting of twin cylinders sunk 
by open dredging and with compressed- 
air locks to rock at varying depths down 
to 100 ft. below high-water level. Plant 
previously used at the new Hawkesbury 
River Bridge will be used again for the 
Parramatta Bridge. 


Stronger Bridges between Hornsby and 
Newcastle 

Seven other new bridges are being built 

to replace old bridges that are not up to 

modern traffic loadings between Hornsby 
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and Newcastle. They are being con- 
structed alongside the old bridges, and the 
line will be diverted over them with suffi- 
ciently easy approach curves to permit of 
70 m.p.h. speeds, with one exception, 
where the topography dictates a maximum 
of 60 m.p.h. The longest of these bridges 
will cross Dora Creek with six 80-ft. 
spans on concrete piers and abutments 
founded on 10-ft. dia. r.c. cylinders. The 
new bridge at Cockle Creek will, however. 
consist of two 147-ft. 6-in. truss spans of 
the same type as the smallest at the new 
Hawkesbury bridge. 


JAPAN 


Underground Railways for Yokohama 

Yokohama is to float a loan for the 
realisation of a 15-year development plan 
to double the potential of its harbour 
from the present 6,000,000 tons a year to 
12.000,000 tons. The scheme comprises 
the building of an underground system of 
144 route-miles as well as harbour rail- 
ways and approach loops totalling 33 
route-miles. 


UNITED STATES 


The “ General” Accelerated 

A new schedule for the “ General,” the 
Pennsylvania Railroad all-Pullman train 
between Chicago and New York, will be 
introduced on June 26. The timing will 
be 16 hr., the same as that of the “ Broad- 
way Limited.” The “ General” will offer 
features and services comparable with the 
“Broadway Limited” and will be re- 
equipped with new all-private-room sleep- 
ing cars and lounge and master twin-unit 
dining cars. 

Operating one hour in advance of the 
“ Broadway Limited” in both directions, 
the new “ General” will leave Chicago at 
3.30 p.m. (Central daylight time) and 
reach New York at 8.30 a.m. (Eastern day- 
light time). Westbound, departure from 
New York will be at 5.00 p.m. (Eastern 
daylight time) and arrival in Chicago at 
8.00 a.m. (Central daylight time). 

The new train will offer a wide variety 
of bedroom accommodations, from single 
occupancy roomettes to master bedrooms 
with bathrooms including shower-bath. 
There will also be improved drawing 
rooms, compartments and double bed- 
rooms—three types, including the new and 
already popular twin-bed arrangement— 


British-Built Locomotives for West Africa 





Takoradi. Gold Coast. 


Photos| 





es ae oe poe Se 


A hatch of 4-8-2 locomotives built by Vulcan Foundry Limited for the Gold Coast Railway being unloaded at 
Also on board are Beyer Garratt locomotives built by Beyer, Peacock & Co. Lid., 


for the Luanda Railway 





|R. Howard 
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for one or more persons. In addition to 
roomettes. there will be duplex rooms for 
individual travellers. Comfortable lower 
and upver berths and sections will also be 
available. Other features will be a new 
mid-train lounge car, in addition to the 
labservation lounge car with solarium, 
The master dining room occupies the full 
length of one car and is served from a 
stainless-steel kitchen in the adjoining car. 


CANADA 


Transportation Commission Hearings 

Proposals ranging from railway amalga- 
mation to Federa! subsidising of some rail- 
way operations were placed before the 
Royal Commission on Transportation at 
its hearings at Winnipeg on June 1. 

Although the general question of higher 
or lower rail freight rates is expected to 
loom large in regional submissions, many 
supplementary issues will be placed before 
the Commission. 

The railway freight-rate 
aroused public interest in the last two- 
and-a-half years that it is believed that 
railway services will occupy 90 per cent. 
of the submissions placed before the com- 
missioners. 

As with the two long freight-rate hear- 
ings before the Board of Transport Com- 
missioners. governments of seven of the 
nine older provinces will take the lead 
in making proposals to the Commission. 
This time they will be joined by New- 
foundland, and the Commission plans a 
special trip to the new province to hear its 
views. So far, Ontario and Quebec, which 
took no part in the earlier hearings, have 
not displayed interest in the coming investi- 
gation. 

Generally, the demand in the west will 
be for a level of freight rates equal to 
that of the central provinces. The scale 
of the western rates now is somewhat 
higher, even with the recent removal of 
the above-normal * Mountain differential ” 
scale on some hauls over the Rockies. 

The Maritime Provinces will be con- 
cerned with the effect of freight rates 
raised by 21 ver cent. last year—on their 
long hauls to central markets. They will 
claim that the 1948 increase worsened 
their position, and it is expected they will 
ask for a compensating increase in the 
federally-subsidised rate reduction of 20 
per cent. granted them under the Mari- 
time Freight Rates Act of 1927. 


issue has so 


THE RAILWAY 


ARGENTINA 


New Station at Bahia Blanca 

Following the recent announcement by 
the Ministry of Transport on unification of 
stations, it has now been stated that a plan 
is under consideration for the city of 
Bahia Blanca, where all services are to be 
concentrated in a new station to be 
situated in the southern part of the city. 
The scheme will also invelve the construc- 
tion of a number of dwellings for em- 
ployees and workmen. 


CAZETTE 


Enginemen’s Strike Settled 

The recent strike by enginemen on a 
number of sections of the principal rail- 
ways has now been settled. It will be re- 
called that the men had complained that 
members of the executive commiittee and 
claims committee of their union could no 
longer carry on, as the speciai services 
which had been assigned to them by the 
railways to permit them to carry out their 
commitme.ts, had been withdrawn. The 
men in question have now been re-assigned 
to these special services, and are once 
again able to perform their union activities. 

Stoning of Trains 

The Ministry of Transport has appealed 
to the general public for its collabora- 
tion in an effort to put an end to the ston- 
ing of passenger trains, especially on the 
General Mitre Railway. There has recently 
been a :evival of the practice. 


GERMANY 
Private Railways Financial Results 

The working results of a number of 
privately-owned railways of local import- 
ance in both the British and American 
zones of occupation have been improving 
in the past two years, and the improve- 
ment is continuing. 

The Krefelder Eisenbahn, 
westernmost part of the British zone, 
which owns and works three standard- 
gauge lines radiating from Krefeld to the 
industrial districts of Viersen, M6rs, and 
Siichteln had recorded an increase in its 
debit balance for 1946 from RM. 232,947 
to RM. 316.700. Contrasting with this. 
1947 closed with a profit of RM. 215,061. 
which enabled the total debit balance to be 
reduced to RM. 101,638. The improve- 
ment has been mainly due to the expand- 
ing goods traffic. and passenger traffic is 


in the north- 
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reported to be far below expectations. 
The three lines total 344 route-miles. 

In the American zone. the Regentalbahn 
between Regensburg and the Czecho 
slovak frontier reported a conside ably 
increased passenger and goods tratfic dur- 


ing 1947. An average of some 3,000 pas- 
sengers a day was conveyed over the two 
lines, Gotteszell-Viechtach-Miltach, 26:7 
route-miles and Deggendorf-Mettc 26 


route-miles. These two lines are linked 
only by the 14$-mile Deggendortf-G ottes 
zell section of the Landshut-Deggendorf- 
Eisenstein (Reichsbahn) line. In addition 
to its railway lines, the company Operates 
road services and works quarries The 
railway traffic in 1947 expanded by some 
15 per cent. as compared with 1946, but 
the road traffic contracted by about 50 
per cent., due to shortage of motor fuel. 
‘The 1947 accounts closed with a net profit 
of RM. 35,168 (after depreciation amount- 
ing to RM. 91,202) increased to RM. 
39.603 by the addition of the former profit 
balance. 

The 104-mile narrow-gauge Kerkerbach- 
Hintermeilingen railway, branching off 
Kerkerbach from the Coblenz-Giessen 
(Reichsbahn) main line has been oflered fo1 
sale to the Hessian Government at 60 per 


cent. of the face value of the company’s 
share capital, which amounts to RM 
500.000. 


BELGIUM 


New Loan by Switzerland 

A loan of Swiss fr. 50,000,000 (about 
£2.880.000), bearing interest at 4 per cent., 
is shortly to be floated by the National 
Railways. The loan, to be guaranteed by 
the Belgian State, will be taken over by a 
Swiss banking consortium. A _ total of 
50.000 debentures, of face value Swiss fr. 
1,000 each, will be issued. The loan will 
be redeemable on June 15, 1961. At the 
option of the National Railways repay- 
ment nay be eflected at an earlier date. 
The first interest payment will be due on 
December 15, 1949. 

It is believed that this loan is to finance 
the continuation of the large-scale railway 
electrification, particulars of which were 
published in our issues of March 3, 1947, 
and Octobe: 8, 1948. This is the second 
railway loan granted to Belgium by 
Switzerland since the war. The first, also 
for Swiss fr. 50.000.000, was mentioned in 
cur issue of December 19. 1947. 





Publications Received 


Locomotive Wheel 
George W. McArd. 
Monographs No. 44. 
Emmott & Co. Ltd.. 3 


Balancing. By 
Mechanical World 
Manchester, 3: 
1, King Street West. 


7 in. x 5 in. 28 pp. Illustrated. Paper 
covers. Price 2s.—-Although locomotive 
wheel balancing is a subject that lends 


itself to ordinary mathematical treatment, 
as the author points out, the difficulty lies 
in reconciling interests which conflict in 
this matter. Mr. McArd has sought to 
simplify treatment of the subject in this 
booklet and he deals with methods for 
two-. three-, and four-cylinder engines. 


Magnetic Properties of Nickel Iron 
Alloys.—The peculiar magnetic properties 
of the nickel-iron alloys, with their wide 
variations, have assumed increasing im- 
portance with the development of the 
science of electronics. A wide range of 
applications has now been established, and, 
therefore, considerable interest attaches to 
a Mond Nickel Company publication on 
this subject, which should also prove use- 








ful to designers and users of communica- 
tion and electronic apparatus. It reviews 
the various groups of alloys, indicates their 
special properties, and describes the appli- 
cations for which these properties are ap- 
propriate. An extensive bibliography and a 
selection of curves are included. 


L. & S.W.R. Locomotives: 1872-1923. 
By F. Burtt. London: Ian Allan Limited, 
282, Vauxhall Bridge Road, S.W.1. 84 in. 
x 54 in. 96 pp. Illustrated. Paper 
covers. Price 6s. 6d.—During the fifty 
years preceding grouping, London & South 
Western Railway locomotive design was 
the responsibility of such differing per- 
sonalities as W. G._ Beattie. Adams, 
Dugald Drummond, and Urie. Deduc- 
tions as to their respective contributions to 
locomotive engineering offer a wide 
sphere for controversy, and the indivi- 
duality of the men concerned presents 
difficulties to a study of continuity in 
design. It is of no small significance, how- 
ever. that at the end of the period, Maun- 
sell, then lately of the S.E.C.R., chose 
Urie’s “ N15” 4-6-0 as the basis for his 


first Southern Railway design. By such an 
event and by subsequent performance of 
the “ King Arthur ” engines in traffic may 
the quality of L.S.W.R. design after fifty 
years of development be assured. Cer 
tainly, this period of L.S.W.R. history 
contains much of locomotive history, and 
Mr. Burtt’s booklet presents the reader 
with a great deal of detailed information on 
the subject, as well as useful illustrations. 


Craven Machine Tools.—The _ latest 
issue of the Craven Machine Tool Gazette 
published by Craven Bros. (Manchester) 
Ltd. contains an illustrated article de- 
scribing a visit to the Vauxhall Works of 
the firm at Reddish in Lancashire. A 
typical Craven machine-tool illustrated is 
a railway wheel lathe, with 6-ft. face- 
plates and one fixed and one movable 
headstock, for turning locomotive wheel 
sets from 3 ft. 7 in. to 4 ft. 9 in. dia. on 
the treads when mounted at metre gauge. 
A full range of circular button-type 
roughing tools and rough and finish form 
tools is provided with additional chamfer- 
ing and side-facing tools. 
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THE RAILWAY GAZETTE 


Transport of Miscellaneous Goods 


Summary of reports submitted to the enlarged 
meeting of the Permanent Commission of 
the International Railway Congress in Lisbon 


THe legai obligation to accept all trattic 

offered, with certain specified excep- 
tions, is common to nearly all railways 
throughout the world, and arises from their 
position as common <arricrs. Most rail- 
ways devote considerable attention to their 
traffic in small goods and parcels, and 
have endeavoured to provide a more 
eflicient service by reducing the time taken 
in transit, and by improving the organisa- 
tion for collection and delivery. The 
arrangements for dealing with this class of 
traffic in various countries were considered 
in reports furnished to the recent enlarged 
meeting of the Permanent Commission of 
the International Railway Congress, in 
Lisbon, by Mr. P. H. Sarma, Director of 
Wagon Interchange, and General Secre- 
tary, Indian Railway Conference Associa- 
tion, and M. G. Moulart, Chief Engineer, 
Technical Operating Department, Belgian 
National Railways. 

The reports were based on the answers 
received to a questionnaire addressed to 25 
railway organisations, of which 12 replied. 
Mr. Sarma dealt with the railways of 
Great Britain, and the British Dominions, 
Colonies and Protectorates, America, and 
countries in Asia and Africa; and M. 
Moulart considered arrangements on the 
continent of Europe, and in the overseas 
possessions of the continental European 
countries. 


Charges and Classification 

Charges for the carriage of parcels are 
based on weight, classification, and mile- 
age. The minimum chargeable weight is 
laid down according to the conditions pre- 
vailing in different countries, and the 
general classification of goods gives the 
details of the classification of the various 
commodities. In Great Britain, a special 
general classification is provided for small 
consignments. 

The same _ considerations, moreover, 
govern the charges for parcels sent by ex- 
press services, but, in some cases, charges 
are increased on a simple mileage scale 
according to weight. The maximum 
weight of individual packages sent by 
passenger train also has been laid down by 
different railways. 


Certain railways _ still retain the 
traditional division of goods into two 
categories—express and slow goods— 
with different rates and transit times for 


each, but this distinction is not made by 
others, or has been abandoned. The num- 
ber of railways on which this practice is 
being discontinued is increasing, as it is 
recognised that the chief obligation is to 
transport the goods to their destination as 
quickly as possible. 

The sender or his agent makes out a 
consignment note, which forms the basis 
of the legal contract between the railway 
and the sender. Various forms of note 
are in use, to cover transport at the 
carrier’s risk, or the owner's risk, and for 
special consignments, such as inflammable 
liquids, and dangerous goods. 


A goods invoice, containing full infor- 
mation as to the sender, consignee, num- 
ber of packages, weight, delivery, and 


other conditions, is made out at the for- 
warding station, as a check on the consign- 
ment. A copy of this invoice is handed 
to the sender, and must be tendered at 
the delivery point, to enable the consignee 
to collect his goods. Parcels traffic by 
passenger train is invoiced similarly on 


many railways, but in Great Britain, the 
particulars usually are affixed to the 
parcel, to indicate that the charges have 


been paid in advance, or will have to be 
collected from the sender. 

Extensive use is made of pick-up and 
distributing wagons, as well as through 
wagons, and separate wagons for collect- 
ing and distributing goods, where there is 
a large amount of traffic. Some countries 
deal with the wagons at specially-equipped 
stations, whereas others do all the work at 
junctions, or during the journey. On cer- 
tain important routes in Italy, the goods 
are sorted on the trains by a travelling 
staff, and special corridor wagons are pro- 
vided for this traffic. This excellent, but 
naturally costly service, which is somewhat 
similar to that provided by the Post Office, 
expedites the loading and unloading of 
goods, and, to some extent, makes tran- 
shipment unnecessary. 


Systematic Routing 


Under the systematic routing system, 
which is in operation in Austria, Belgium, 


and France, the pick-up wagons are sent 
to the station centres or transhipment 
depot for the area, where the goods are 
transhipped, and loaded into through 
wagons to the station centre in the destina- 
tion area. The distributing wagons for 
the various stations in the area are loaded 
at this station. 

In theory, not more than two tranship- 
ments are necessary, but in fact, inter- 
mediate handling can be reduced still 
further, since nearly every station, which 
can group the minimum tonnage laid 
down, is allowed to send a through wagon, 
either to the station centre at the end of 
the journey, or to any other station, or 
group of neighbouring stations. The first 
station centre also can send through 
wagons to certain destination stations, pro- 


vided the same conditions are observed. 
The minimum tonnage for a_ through 
wagon varies from country to country. 
In Great Britain it is one ton; in America 


ten tons; and on the continent of Europe 
3 to 5 tons. 

The transport of wagons between the 
station centres usually takes place on fast 
goods trains, or on special trains. The 
pick-up and distributing wagons go by 
the slow goods trains, and sometimes by 
stopping passenger trains. In France and 
Belgium, only express consignments, and 
postal packages, go by passenger train, In 
both these countries, systematic routing 
has made possible a reduction of 30 per 


cent. in the number of wagons used for 
this traffic. 
On several railways, through parcels 


trains between the transhipment depots are 
restricted to the most important routes, and 
other services are maintained by the 
stopping pick-up trains. In Great Britain, 
the daily services link wp all the important 


towns, and most of the transhipment 
centres, within 24 hours. 
The advantages of using containers to 


facilitate the handling of small goods and 
parcels traffic, and to minimise the risk of 
damage and loss, is widely recognised, but 
it is not the general practice to use them 
for traffic that has to be transhipped. In 
Great Britain, containers packed with 
miscellaneous goods are cmaaedd as 
complete wagon loads; and in Egypt, they 
are used exclusively for the transport of 
household furniture. The rates for the 
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carriage of containers vary widely. When 
loaded, they may be charged on the gross 
weight, or the net weight of the goods they 


contain. Empty containers may be con- 
veyed free, or charged on their tare 
weight. 


Collection and Delivery Services 

Lorry services for the collection and 
delivery of parcels are provided on an ex- 
tensive scale in Great Britain, most other 
European countries, and in America, but 
elsewhere they usually are confined to im- 
portant towns. In France and Algeria the 
railways are legally bound to organise 
such services within a radius of three miles 
from the station, in all towns with a 
population of more than 5,000, but in 
other countries there is no such obligation 
to provide this service. 

The transport charges usually include the 
collection and delivery service, which may 
be undertaken by the railway, or by a 
contractor. The radius of operation for 
the vehicles engaged on these services 
seldom exceeds 7 miles. In Great Britain 
it is two miles, and on the Pennsylvania 

Railroad, one mile 

Where organised rounds for the collec- 
tion and delivery services are in force, 
the vehicle on a particular round makes 
daily calls on factories, and other regular 
customers, within its area. Casual collec- 
tions are made on request. 

Several railways allow their customers 
to decide whether consignments are to be 
delivered to their final destination, or left 
at the station for collection by the con- 
signee, but most railways automatically 
deliver them, unless some stipulation is 
made to the contrary. The policy of the 
British railways is to induce their 
customers to leave the cartage in their 
hands, so that the flow of goods can be 
integrated in the general organisation of 
the station services. In most cases, con- 
signments are collected on the day the re- 
quest is made, or on the next day, at the 
latest, and the same time limit usually 
applies to deliveries. 

Outside cartage agencies, in the form of 
town depots, are to be found only in Den- 
mark and Spain. In Switzerland they are 
usually in the hands of post offices along 
the lorry routes; and in France they are 
run by associates or agents of ,the rail- 
ways. In thinly-populated rural areas in 
Belgium, some distance from a station. 
where it is impossible to arrange for door- 
to-door collection, they are established in 
shops, and arrangements are made with 
road haulier for collection and delivery on 
a reg ular basis. 

The types of vehicle used for collection 
and delivery services range from the 
mechanical horse (for short-distance work) 
to 5-ton lorries. smaller 20-cwt. vans, and 
horse-drawn vehicles. The most numerous 


are 3- to 5-ton lorries. The bodies 
generally are of large capacity, as bulky 
loads frequently have to be carried. Low- 


loaders are preferred. to facilitate loading 
and unloading. In France and Belgium, 
electric lorries, driven by accumulators, 
are used in large towns for loads of up 
to three tons. The capacity of the 
accumulators restricts the daily mileage -of 
these vehicles to about 30, and they are 
not used for distances exceeding 6 miles 
from the railway station. 

Only one man (the driver) is provided 
for each vehicle, except in London and a 
few other large centres, where there is an 
attendant to assist in handling the goods. 
and to protect the vehicle in congested 
areas, during the absence of the driver. 
When vehicles draw trailers with four or 
more wheels, the presence of a second 
man is a legal obligation. 
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Removing a Bottleneck on the Gotthard Line 


Doubling is now almost completed of 
the principal trans-Alpine trunk line 


[XN previous issues we have recorded 

from time to time progress of the 
work of doubling the Brunnen-Fiiielen 
section of the Gotthard main line which 
was put in hand in 1940. The completion 
of this work on July 3, 1948, means that 
there is now double track along the whole 
of the Gotthard line from Arth-Goldau 
(where the lines from Lucerne and Zurich 
converge) to the Italian frontier, with the 
exception of the Melide causeway across 
the Lake of Lugano. 

The first phase of the new works was 
completed in 1940-3, with the doubling of 
the section from Sisikon southward to 
Fliielen. It involved the construction of a 
new single-line tunnel 3,000 yd, long, 
some distance east of the existing lakeside 
alignment. From the southern end of 
this tunnel to Fliielen the new track lies 
alongside the existing track. the single-line 
Gruonbach Tunnel being paralleled by a 
new bore. 

The second phase (Brunnen to Sisikon) 
involved the remodelling of Brunnen 
Station. South of the station the old 
alignment included sharp curves between 
the Lake of Lucerne and hotels, and two 
level crossings, and despite protective 
measures was exposed to falls of rock. It 
was decided, therefore, to abandon this 
section. Both up and down tracks are con- 
tained in the northern portion of the new 
Morschach Tunnel, which is double-track 
as far as Mythenstein. where the old —. 
northbound) line leads in by means of < 
short single-line tunnel from the lakeside. 

The new line continues southwards in 
a single-line bore. At the south end of 
this tunnel both tracks reunite and follow 
the same alignment in the open for 400 yd. 
to the new Axenberg Tunnel, through 
which the new line cuts directly under the 
Tellsplatte promontory, well known to 
tourists. 

The old alignment taken by the north- 


bound track follows a course nearer 
the lakeside, traversing two shorter 
tunnels. Both new and old alignments 


emerge from the southern ends of their 
respective tunnels a short distance north 
of Sisikon, where it has been necessary to 
raise the level of the Axenstrasse lakeside 
road. 

In addition to tunnelling, the new 
line has necessitated underline bridging. 
including a 280 ft. bridge at the northern 
end of the Morschach Tunnel. The 
opportunity was taken also to modernise 
signalling. 


Pilot Tunnel 


In the construction of the Morschach 
and Frohnalp tunnels the “ Austrian” 
method was followed. A _ pilot tunnel 
approximately 3 ft, by 3 ft. in section was 
first built, to form subsequently the lower 
centre portion of the completed tunnel. 
Enlargement to the final profile followed 
at an interval of 300 to 500 yd. behind the 
work on the pilot tunnel. This was 
effected by erecting timber staging over the 
pilot tunnel, for the removal of spoil by 
tramroad and for its protection from 
débris. 

At approximately 5 yd. intervals the 
gallery over the pilot tunnel was con- 
nected with the vault of the tunnel proper 
by sloping galleries, through which spoil 
was discharged to the tramroad below. 

When excavation of the top gallery had 
reached the specified profile of the tunnel, 
the material remaining at the sides was re- 


moved, and necessary excavation effected 
for drainage, etc. Lining is by means of 
sections 16 ft, long. The walls were first 
constructed up to the springing of the 


arches. Timber centering was then built 
in for the lining, resting on steel and 
timber members spaced at intervals of 
4 ft. 


The sides and spandrels of the 
arches are concreted, but the crown, to a 
width of 10 or 13 ft., is brick-lined, be- 
cause of the difficulty of concreting in this 
position. Measures were taken to drain 
off water seeping into the tunnel and to 
keep dry masonry and the _ brackets 
supporting the overhead conductors. They 
include excavation to a profile exterior to 
that of the tunnel proper, the outside of 
the tunnel lining being covered with one 
or two layers of asphalt protected by a 
layer of mortar and cement bricks; the 
resultant intervening space is tightly 
packed with stone setts. 


The Future of Luggage 
Platforms at German Stations 


ANY important German stations are 
equipped with “luggage platforms ” 
which alternate with the passenger plat- 
forms. so that loading and unloading of 
luggage and parcels can be carried out 
without obstructing the passenger traffic. 
The layout is also found in Scandinavia, 
notably at Copenhagen Central. 
This arrangement, though useful, has 


disadvantages, and a German railway 
official, Herr E, Born, writing in the 
periodical Der Eisenbahnbau, advocates 


the abolition of -luggage platforms wher- 
ever the reconstruction of war-damaged 
stations affords an opportunity of so 
doing. 

The provision of luggage platforms 
requires considerable additional width of 
the station which,.is usually situated on 
valuable ground. The crossovers connect- 
ing the parallel tracks just outside the sta- 
tion, of necessity, must be longer, so that 
shunting movements take more time and 
reduce the efficiency of the station. There 
is little possibility of providing through 
roads other than platform roads for light 
engine and other movements through the 
station, and intermediate crossovers 
between adjacent platform roads, often use- 
ful for dividing and forming trains, are 
precluded. Passengers not familiar with 
the station are tempted to alight on the 
wrong side, and the despatch of the train 
is subject to the “all clear” being re- 
ceived from two different platforms. 

The writer pleads the case for widening 
the passenger platforms at the expense of 
the luggage platforms which should be re- 
moved at the first opportunity. He still 
regards the segregation of the luggage and 
parcels traffic from the main flow of pas- 
senger traffic as essential, but suggests that 
this should be achieved by providing lug- 
gage lifts and subways at both ends of the 
passenger platforms and connecting the two 
subways by a longitudinal luggage tunnel 
so that luggage trolleys would not use the 
passenger platforms for any considerable 
distance. In this way, the passenger plat- 
forms could be widened and the track lay- 
out improved without having to put up 
with that most undesirable mix-up of pas- 
senger and luggage traffic along the 
platforms. 
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Mixed-Traffic Locomotives for Egypt 


Thirty-two 4-6-0 locomotives which have been built by 
North British Locomotive Co. 


"HE Nerth British Locomotive Co. Ltd. 
“recently has completed an order for 32 
m Xed-traffic locomotives of the 4-6-0 type 
for the Egyptian State Railways. The 
engines and tenders were built to the 
designs and requirements of the E.S.R. and 

equipped with apparatus for burning 
heavy-oil fuel. 

The oiler barrel has two rings, with 
external diameters of 5 ft. 11 in. at the 
ont end and 6 ft. 04 in. at the throat plate. 
[he distance between the tubeplates is 
14 ft. 7 in. and there are 163 small tubes 
of 2 in. outside dia. and 36 superheater 
flue tubes of 54 in. outside dia. The all- 
welded steel firebox incorporates a Nichol- 
son thermic syphon and is stayed to the 
roof of the Belpaire outer firebox by direct 


the 
Ltd. and shipped to Alexandria 


hand-screw type is fitted. The cylinders are 
lubricated by a Wakefield A.C. type 4-feed 
lubricator. 

The engine frames are of steel plates 14 
in. thick, and suitably stayed by steel cast- 
ings and sections throughout. Coupled 
axlebox guides of the horn type are pro- 
vided and fitted with manganese steel 
liners. The coupled axleboxes are of 
Stone’s oronze, whitemetalled on journal, 
guide and outer faces, and lubrication of 
the bearings is by an 8-feed Silvertown 
Mark II mechanical lubricator; Armstrong 
pad oilers are provided in the keeps. The 
coupled bearing springs are underhung and 
attached to brackets by adjustable links 
arranged in tension; auxiliary rubber 
springs also are fitted. A plate-frame bogie 





End view showing controls in cab 


roof stays and two rows of sling stays at 
the front. The water space stays are of 
Dunic steel, except those in the outer rows, 
which are of copper. The superheater is of 
the multi-valve regulator type, and a 
Melesco steam-dryer has been fitted in the 
dome. 

The firebox walls are lined with firebrick 
to a suitable depth, and the firepan is simi- 
larly lined on bottom, side and back plates. 
The oil burner is located at the front of 
the firepan above a small primary air door. 
The firepan is of welded construction, with 
the main air door situated at the front, and 
operated from the footplate. The firedoor 
is of the hinged type, lined with firebrick 
and provided with a peep- -hole, through 
which a view of the burner and furnace can 
be obtained. 

Walschaerts valve gear actuates the 10 in. 
dia. piston valves, and reversing gear of the 


with compensated spring ge 


ar is provided, 


with side control gear of the coil spriig 
type. 
Timken  roller-bearing split cannon 


type axleboxes are fitted to the bogie, and 
the axlebox guide faces are provided with 


oil lubricated renewable manganese-stcel 
liners. The engines and tenders are 
equipped with side buffers of Turplatt 


Noweld manufacture, and also with draw- 
hooks and screw couplings of standard 
E.S.R. pattern. 

General steam fittings include two 
Gresham & Craven live-steam injectors, 
two 3 in. dia. Ross pop safety valves, two 
Evrit blow-off cocks and two sets of water 
glass gauges. Stone’s electric lighting 
equipment is installed, which includes a 
Tonum E headlight, cab lights and tender 
tail lamp. Steam brake is fitted to the 
engine, and connections for vacuum brake 
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ate provided for the tender and train. The 
equipment includes an S-J ejector type G 
and a graduable steam brake valve Mark 
IV 


The tender is of the eight-wheel type 
with steel-plate framing and has a capacity 
of 5,500 gal. of water and 9 tons of oil 
fuel. The water and oil tanks are of 
welded construction, and an oil heater is 
installed. 

Timken roller-bearing axleboxes 
fitted throughout, and atlowance 
been made for side play on ihe axleboxes 
of the two central axles. Two 18 in. dia. 
vacuum cylinders are provided at the front 
end of the tender frame. A hand brake 
also is fitted. The bearing springs are of 
the laminated type, placed over the wheels 
and compensated. 


are 
has 


Principal aon 
The following are the main particulars of 
the locomotives : — 


Cylinders, dia. 21 in. 
stroke .. see —— | * 
Wheels, ened, dia. aoe -. 6ft.Oin. 
»» bogie, dia. ... aad -» 3 ft. O2in. 
, tender, dia. ve em | = i 
Wheelbase, coupled .-. 16ft.Oin. 
o engine ... -» 29 ft. Zin 
8 engine and tender ... 55 ft. 6in. 
Height, rail level to boiler centre 9 ft. 6in. 
railleveltotopofchimney 14 ft. 7 in. 
Heating surfaces : 
Tubes q 1,958 sq. ft. 
Firebox, including syphon 233 sq. ft. 
Total evaporative 2,191 sq. ft. 
Superheater 472 sq. ft. 
Total 2,663 sq. ft. 
Grate area 31-25 sq. ft. 


Boiler pressure ‘ . 210 Ib. per sq. in. 
Weight of engine in working order 84tons 3 cwt. 
» tender ‘ 61 tons 13 cwt. 
-_ engine and tender in 
working order 
Adhesive weight 
Adhesive factor at ‘75 per cent. 
boiler pressure... . $05 
Tractive effort at 75 per. cent. 


. 145 tons 16 cw. 
62 tons | cwt. 


boiler pressure ; 27,000 Ib. 
Tractive effort at 85 per cent. 
boiler pressure 30,610 Ib. 


The North British Locomotive Co. Ltd. 
now is working on a further order for 18 
lccomotives and tenders, of the same type, 
six of which will have roller bearings on 
the coupled-wheel axles. The tenders will 
be of four-wheel double bogie type. 








“Focus ON COLONIAL 
HIBITION.—On June 21 the King opened 
the “Focus on Colonial Progress” Ex- 
hibition which is being staged by the Cen- 
tral Office of Information for the Colonial 
Office at the Central Office of Information 
Exhibition Hall, Marble Arch, London. 
Various museums, societies, and institutes 
in London are also holding their own 
special displays in connection with Colonial 
Month—June 21 to July 20. The Marble 
Arch exhibition is an attempt to give the 
public, by means of carefully-chosen ex- 
amples and illustrative material, a brief 
picture of the progress of the Colonial 
territories and the way in which their prob- 
lems are being tackled. Sections are de- 
signed to show, for instance, the handicaps 
of climate and environment with which 
some Colonial servants have to contend, 


PROGRESS” Ex- 


the social services, and special projects 
such as the groundnuts scheme. There 


will be maps, diagrams, models, and speci- 
mens of costume, ornaments, and histori- 
cal relics. The exhibition is open on week- 
days from 10 a.m. to 9 p.m. and on Sun- 
days from 2 p.m. to 9 p.m. Admission is 
free. Visitors to the exhibition will be 
handed a folder giving full details of all 
the other main events and activities de- 
signed to stimulate interest in the Colonies 
a are being held in London until July 
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New Lightweight Train in U.S.A. 
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Features of an articulated coach of unusual design comprising 
one equipment unit and four two-wheel units seating 64 passengers 
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article in our March 18 _ issue 
described a U.S.A. design for a high- 
speed lightweight train, based on the 
principles adopted in the construction of a 
somewhat similar train by the Spanish 
National Railways and operated success- 
fully during the recent war. The original 
train consisted of a Ganz diesel power 
unit, with seven trailers, designed for 
a normal main-line service speed of 
90 m.p.h., and with seating accommoda- 
tion for 240 passengers. 

The first complete train to be built in 
America based on the Talgo system 
recently was completed by the American 
Car & Foundry Company for testing in 


m4 AN supported by a special coupling on the 

back end of the unit ahead. This arrange- 
ment is shown diagrammatically below. 
rhe entrance to the coach is through the 
equipment unit. There is also an inde- 
pendent baggage unit placed in front of 
the passenger coach immediately behind 
the locomotive. 

Each coach is about 101 ft. in length, 
providing seats for 64 passengers, with 16 
in each unit. Each unit, moreover, is of 
the same length, 20 ft. 2 in., except when 
an observation lounge is included in the 
train, as shown in the diagram opposite, 
in which case the length of this section 
is increased by 7 ft. 
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The trains being 
built for the Spanish 
National Railways will 
consist of three 
coaches, and one bag- 
gage unit, which 
means that their over- 
all length, including 
the locomotive, will 
be approximately 370 
ft., seating 192 passen- 
gers. The only other 
main difference be- 
tween the ACF-Talgo 
train and the Spanish 
trains will be in tiie f i * 
gauge. 

With each passenger section weighing 
6,700 Ib., and the centre equipment unit, 
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Method of coupling coach units 
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the U.S.A., and made its first run on the 
Delaware, Lackawanna & Western Rail- 


KITCHEN 





road on April 20. This is the first of three 
such trains on order, the other two being 
destined for service in Spain between 
Madrid and the French border, some 400 
miles, there connecting with express trains 
to and from Paris. 

Dimensions 

This new train, several views of which 
are reproduced with this article, represents 
quite revolutionary ideas in passenger car 
construction. Comparison with streamline 
equipment on present-day U.S.A. railways 
shows the ACF-Talgo train to have a 
floor level 2 ft. 9 in. lower and a weight 
reduction of 75 per cent. due to its alu- 
minium-alloy construction. Its overall 
height of 9 ft. 7 in. is about 4 ft. less 
than that of a standard coach and _ its 
cverall width is 10 ft. 74 in. 

Fach coach of the new train consists of 
four articulated passenger units, with one 
equipment unit between them, each unit 
having only one pair of wheels placed at 
the rear. The front end of each unit is 


which contains the control panels, heating 
and air-conditioning plants, kitchenette, 
toilets, etc., about 10,600 lb., the weight of 
a five-unit coach will total 37,400 lb. This 
is increased by 1,500 lb. when an observa- 
tion lounge replaces one of the ordinary 
passenger units. The baggage car weighs 
6,300 Ib. 

Electric power for the whole train 
is supplied by diesel-engine generator 
sets in the locomotive. Water is supplied 
under pressure to the equipment car from 


300-gal. tanks through copper tubing and 
flexible connections between the coach 
units. 


The coupling of the Talgo coach is a 
very simple arrangement, which normally 
only transmits the pulling forces. In an 
emergency the coupler will pivot on its 
connections and carry the entire load of 
the front end of the unit. The vertical 
load normally is carried by two load 
bearers, 32 in. above the rail, consisting of 
a socket member on each side at the front 
and a matching horizontal pin member at 
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Suggested arrangement for a six-unit lightweight train built by the American Car & Foundry Company under Spanish patents 
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Rear end of coach unit 


each side of the rear of each unit. 
These supporting members are approxi- 
mately at the level of the centre of 
gravity. The load bearers, with the two 
wheels, make a four-point suspension for 


each unit. These load bearers wil! also 
take a pulling load in an emergency 


through a circular slot and key arrange- 
ment on the pin members. Two stecl 
safety cables will also pull and support 
each unit if the other couplings should 
fail. 

The wheels have built-up wheel centres 
of welded construction, with a steel tyre 
resiliently connected to the core. Brake 
drums are fastened directly to the wheels 
and are designed for automotive-type 
internally expanding brakes. The brakes 
are hydraulically operated. The maximum 
brake-cylinder pressure is 100 Ib. per sq. 
in., which results in a 250 lb. per sq. in. 
pressure in the hydraulic system. The 
wheels are fitted with roller bearings and 
mounted on stub axles. 
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At the front end of 
each unit an auxiliary 
jacking assembly is 
located directly over 
each rail. Each as- 
sembly consisis of re- 
tractable flanged dolly 
wheels actuated by a 
crank and worm gear. 


When these wheels 
are lowered to the 
rail, the assembly 


raises the front end of 
the unit to permit 
coupling and uncoup- 
ling, and also move- 
ment independent of 
the train. 

The train has been 
planned to show just 
one of many possible 
arrangements of the 
interior. An arrange- 
ment shown in a 
recent issue of the 
Railway Age is repro- 
duced on page 699. 
There are eight 
double reclining seats, 
with individual ash- 
trays, in each passen- 
ger unit, and the seats 
are spaced on 42-1. 
centres. Meal service is provided at seats. 
Floor covering is cf 7-in. rubber. Double- 
glazed windows have been fitted. As the 
floor level is only 18 in. above the rails 
the passengers walk between the wheels 
when moving from one unit to another. 

Where partitions are required, the car 
ends are of metal bonded to plywood, but 
otherwise they are open to form a con- 
tinuous coach. For weather protection, 
and to form a smooth interior and exterior, 
rubber diaphragms are fitted between the 
units, these being closed by specially 
designed “ zippers” with sealing lips. 

Designed and built specially for Talgo 
service by the American Car & Foundry 
Company, the locomotive has a_ service 
weight of 135,000 lb., a coupled length of 
39 ft. 4 in., and a height over the horn of 
12 ft. 6 in. It is equipped with single-end 
controls, as the locomotive operates perma- 
nently as part of the train. The locomo- 
tive is of all-welded construction and the 
entire underframe is stress-relieved. Two 
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12-in. low-alloy high-tensile-steel channels, 
spaced 42 in. apart, form the centre sills, 


and only one cross-bearer is used, he 
wide spacing permits the main propuls on 
engines to be suspended as close to he 


rails as possible. 

Traction power is developed by two 
power plants, each consisting of a 405-} 
Hercules V-type diesel engine driving a 


General Electric d.c. generator. 1e 
generator exciter and auxiliary generai.rs 
are driven from the ma:n shatt by V S. 


The two traction generators are norma\ly 
connected in parallel when the locomo. ve 
is in Operation, but either of them may 5e 
used separately. 


Auxiliary Generators 

Power for the blower and air compressor 
and also for train heating, air conditioning, 
and lighting is developed on the locomo- 
tive by two-engine generator sets. These 
sets, mounted transversely near each end 
of the locomotive, consist of two 6-cyliuder 
Hercules engines driving 3-phase, 230/ | 08- 
volt, 1,500 r.p.m. a.c. generators each rated 
100 kW. at 80 per cent. power factor. 
Each generator has a 125-V. vee-belt- 
driven exciter. The a.c. generators may be 
Operated separately or in parallel, and syn- 
chronising is automatic. 

Conditioned air is delivered to each un't 
and return air is picked up from each unit 
by two Anemostats placed in the centre of 
the ceiling. The air is supplied through 
the overhead ducts shown in the photo- 
graph reproduced on the left. 





SOUTHDOWN Motor SERVICES.—For the 
year ended March 31, net profits, after 
tax, amounted to £479,51l—a fall of 
£196,029 on those for 1947-48. The final 
dividend and bonus are maintained at 
10 per cent, and 5 per cent. respectively, 
making 25 per cent. (same). 


ULs1 ER TRANSPORT AUTHORITY.—The 
receipts of the Ulster Transport Authority 
for the week ended June 5, which showed 
an increase of £3,058 over traffics for the 


corresponding week last year, were as 
follow:— 
Passenger ... £76,308 + £1,815 
Goods £31,357 + £1,243 


The aggregate for the 35 weeks to date 
showed an increase of £368,875. 























It 
uit 
of 
th 


1e 
er 
of 
al 
at 


le 
'y 


le 





Ri disecarah 








Tune 24, 1949 


THE RAILWAY GAZETTE 


701 


Western Region Coaching Stock 


(See editorial note on page 686) 





Views of the corridor and window sides of a compartment interior 








Bay RatLway CompaNny.—The 
directors’ report for the year ended 
December 31, 1948, shows a credit balance 
of £7.373 on profit and loss account. 
After adding £21 brought in, £5,890 went 
in payment of interest on 44 per cent. de- 
benture stock and £1,477 on provision for 
exchange on the interest. The sum of £26 
is carried forward. 


Emu 


ARGENTINE RAILWAYS ACCOUNTS.—Ac- 
counts for the first year of the liquidation 
of the Argentine railway companies have 
now been presented by the liquidators. 
They will be considered at meetings of 
members called for June 27 for the Buenos 
Ayres & Pacific, June 28 for the Argentine 
North Eastern and Entre Rios, and June 
30 for the Buenos Ayres Great Southern 
and Buenos Ayres Western railways. The 
liquidators point out that they are en 


gaged in discussing various matters out- 
standing with the Argentine authorities, 
clearing up lawsuits and claims, and in 
realising the remaining assets which were 
not included in the purchase-sale agree- 
ment. 


BRITISH ELECTRIC TRACTION.—Group net 
profit of the British Electric Traction Co. 
Ltd. for the year ended March 31, after 
charging debenture interest and taxation, 
amounted to £1,177,989. Allowing for 
minority interests in subsidiaries the 
proportion attributable to the parent 
company amounted to £991,375. After 
deducting profits retained by sub- 
sidiaries, the net profit of the parent com- 
pany came out at £704,101, against 
£574,588, and includes -£73,895 addi- 
tional net revenue resulting from a change 
in the financial year-end of a subsidiary, 


and is arrived at after providing £570,000 
for taxation, against £472,000. The direc- 
tors recommend final dividends of 5 per 
cent. on the 6 per cent. participating pre- 
ference stock, again making 8 per cent. 
for the year, and 35 per cent. on the de- 
ferred ordinary stock, again making 50 per 
cent., leaving £396,928 (£267,415) to be 
transferred to undivided profits, as com- 
pared with £267,415 last year. 


New ELECTRICAL GAUGE.—An accuracy 
of four-tenths of a thousandth of an inch 
is achieved on a new electrical gauge de- 
vised by instrument engineers at Fort 
Dunlop for recording the thickness of 
rubber film on tyre cord. The dials of the 
gauge, fitted on a calender control panel, 
show the thickness of the rubber film con- 
tinuously at four points. 
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Modernisation of Railway Refreshment Rooms 


(See editorial note on page 686) 
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Artist’s impression of proposed re-design of refreshment room at Sheffield Victoria 
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Leamington Station refreshment room, the completion of which by the G.W.R. dates from 1939, has 
stood up well to heavy wartime usage 
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RAILWAY 


PERSONAL 


Lt.-Colonel Sir Alan Mount, who is re- 
tiring from the position of Chief Inspect- 
ing Officer of Railways, Ministry of 
Transport, on July 31, has been appointed 
Consultant to the Railway Executive on 
matters concerned with safety measures 
for British Railways, and will take up his 
new duties on August 1. 


Mr. G. M. Booth, who is 72, is relin- 
quishing the Chairmanship of the San 
Paulo (Brazilian) Railway Co. Ltd. in 
favour of Lt.-Colonel C, O. H. Bury. 


Captain Hugh Vivian, who, as recorded 
in our May 20 issue, recently retired from 
the office of Chairman of Beyer, Peacock 
& Co. Ltd., has been appointed President 
of the company. 

We regret to record the death on June 
18 of Mr. Charles Day, M.Sc., a Past 
President of the Institution of Mechanical 
Engineers, and Vice-Chairman of Mirrlees 
Watson Co. Ltd. 


Mr. Donald McCullough has been ap- 
pointed Public Relations Adviser to the 
Federation of British Industries. The ap- 
pointment will not prevent his continuing 
to hold his existing directorships. He will 
work in collaboration with Mr. F. L. 
Stevens, Head of the Press 
Department. 


Federation's 


We regret to record the death on June 
17, at the age of 77, of Mr. Harold 
Berridge, C.LE., O.B.E., M.L.C.E., 
M.I.Mech.E., who carried out various rail- 
way and other constructional works, and 
was Garrison Engineer & D.A.D. Rail- 
ways, Aden Field Force, 1918-20. 


We regret to record the death, at the age 
of 71, of Mrs. J. B. Butterworth, who was 
a Matron in the service of the Railway 
Convalescent Homes from 1916 until her 
retirement in 1937, since when she had 
returned to render temporary assistance to 
the Homes on various occasions. 

WESTERN AUSTRALIAN RAILWAYS 

The appointment has been announced of 
the two Assistant Commissioners who will 
act with the Chief Commissioner of Rail- 
ways (Mr. A. G. Hall) as the Western 
Australian Government Railways Commis- 
sion. They are Mr. P. C. Raynor, who 
has been Acting Assistant Commissioner of 
Railways, and Mr. W. C. Clarke, at present 
Chief Mechanical Engineer of the East 
Indian Railway. 


COMMITTEE ON TRADE PROFITS 
A committee has been set up by the 
Chancellor of the Exchequer to inquire 
into the method of computing net trade 
profits for taxation purposes, the members 
of which are: Mr. James Millard Tucker, 
K.C. (Chairman); Mr. W. S. Carrington, 
Member of Council, Institute of Chartered 
Accountants; Sir John J. Cater, formerly 
Chief Inspector of Taxes; Mr. H. Weston 
Howard, Chairman, Hayward-Tyler & Co. 
Ltd., Chairman, Eastern Regional Board 
for Industry; Mr. W. W. Shepherd, Chair- 
man, Turner & Newall Limited; Mr. 
George Woodcock, Assistant General 
Secretary, Trades Union Congress. The 
Secretary to the committee is Mr. E. R. 
Brookes, Secretaries’ Office, Inland 

Revenue, Somerset House. London. 
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Monsieur Louis Armand, who recently 
became Acting General Manager of the 
French National Railways, and has now 
been appointed General Manager, was born 
in 1905 at Cruseilles, Haute Savoie. He 
was educated at the Ecole Polytechnique, 
and became an Engineer in the Corps des 
Mines. After five years in the Mines Ser- 
vice he joined the Paris, Lyons & Medi- 
terranean Railway, and became Engineer, 
and later Chief Engineer, in the Motive 
Power Department. In 1938 the P.L.M. 
became part of the French National Rail- 
ways, and Monsieur Armand was ap- 
pointed, successively, Chief Engineer of the 
Operating Department, South - Eastern 
Region (former P.L.M. system); Chief of 
the Motive Power & Rolling Stock Depart- 


pe 


Monsieur Louis Armand 


Appointed General Manager of the 
French National Railways 


ment, Western Region; and Manager of 
the Central Rolling Stock Office of the 
French National Railways. He was made 
a Deputy General Manager of the system 
in 1946. From the beginning of the Ger- 
man occupation Monsieur Armand had 
been an active member of several under- 
ground intelligence organisations, and was 
himself at the head of an important resis- 
tance organisation on the railways; and 
for a time he was imprisoned by the 
Gestapo. For his services during the 
occupation he was made a Companion of 
the Liberation. After the liberation he 
was responsible for the rehabilitation of 
the locomotive, carriage and wagon 
strength, and in recognition of his part in 
the reconstruction of the railways he was 
created an Officer of the Legion of 
Honour. His knowledge and experience 
of industrial questions have earned for him 
the appointments of Inspector-General of 
the National Economy and Professor of 
the Ecole Nationale d’Administration. 

In our last week’s issue, a printer’s error 
occurred in the paragraph referring to 
appointments in the crganisation of 
Thomas De La Rue & Co. Ltd. It should 
have been stated that Mr. W. F. Campling 
will assume control of all factories of the 
Plastics Division, and that Mr. E. A. Davis, 
at present Technical Manager, Plastics 
Division, will, on July 1, be appointed 


NEWS SECTION 


Manager, Technical 
Department, and will also continue to 
supervise the Research & Development 
Department at Tynemouth. 


Sales Development 


Dr. C. T. Newnham, Assistant Medical 
Officer, Western Region, British Railways, 
has been appointed Medical Officer. 


We regret to record the death on June 
15 of Mr. F. H. Eggleshaw, M.B.E., who 
retired in 1945 from the position of Loco- 
motive Works Manager, Doncaster, 
L.N.E.R. A portrait and biography of 
Mr. Eggleshaw appeared in our December 
28, 1945, issue. 


Officers of the Ministry of Transport 
who received honours in the King’s Birth- 
day list, in addition to those whose names 
were given in our June 10 and 17 issues, 
include Mr. Seddie Symons, M.B.E., Chief 
Executive Officer of the Ministry, who is 
made an O.B.E.; and Miss Constance Mary 
Moll, Executive Officer in the Ministry, 
who receives the M.B.E. Miss Moll is 
Secretary to Sir Alan Mount, Chief Inspect- 
ing Officer of Railways, and was Secretary 
to the Railway Workshops Capacity Com- 
mittee, 1940, which sat throughout the war, 
and served on the secretariats of the Indian 
Pacific Locomotive Committee, 1938, and 
the Railway (London Plan) Committee, 
1944, of the first and second of which Sir 
Alan Mount was Chairman. 


Mr. W. S. Marshall, A.M.Inst.T., who 
has been appointed Railway Operating 
Superintendent of the Ulster Transport 
Authority, was educated at Prestwick 
High School and Ayr Academy, and joined 
the L.M.S.R. in 1924 as a junior clerk at 
Prestwick, gaining general experience 
there and at other stations. In 1926 he 
was transferred to Kilmarnock District 
Control Office as an Assistant Controller, 
and in 1927 went to the General Superin- 
tendent’s Office of the L.M.S.R. at Glas- 
gow, becoming personal clerk to Major 
Malcolm Speir, then Assistant General 
Superintendent. In 1931 Mr. Marshall 
was transferred to the Northern Counties 
Committee of the L.M.S.R., and, after 
passing in turn through the Secretary’s 
and Operating Superintendent’s Offices, 
became Assistant Operating Superinten- 
dent in 1942, Secretary in 1946, and Acting 
Traffic Superintendent in 1948, which post 
he held till his present appointment. 

Mr. Neil C. Cain, B.Sc., who has been 
appointed Civil Engineer of the Ulster 
{Transport Authority. was born at St. 
John’s, Isle of Man, and received his 
general education in the Island at King 
William’s College, and his professional 
and technical education at Glasgow Uni- 
versity, concurrently gaining practical civil 
engineering training under Mr. James H. 
Anderson, then District Engineer, Glas- 
gow, Caledonian Railway. From 1917-19 
Mr. Cain served in the Royal Engineers, 
and. on returning to civil life, resumed his 
studies, graduating as B.Sc. in Engineering 
at Glasgow in 1922. In 1923 he was ap- 
pointed a Civil Engineering Assistant in 
the Western District Engineer’s Office of 
the L.M.S.R. (later known as the Central 
District) in Glasgow. and in 1934 he was 
transferred to the Divisional Engineer’s 
Office, Glasgow, and was attached to the 
New Works Section. In 1935 he was ap- 
pointed Civil Engineer to the Northern 
Counties Committee of the L.M.S.R., 
which post he continued to hold until his 
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present appointment on the acquisition of 
the Northern Counties Railway by the 
Ulster Transport Authority. 





Mr. W.. Archibald, M.i.Mech.E., 
M.I.Mar.E., who was recently appointed 
Mechanical Engineer of the Ulster Trans- 
port Authority, was born in Belfast. In 
1916 he was apprenticed to Harland & 
Wolff Limited, studying at the same time 
at the Belfast College of Technology. In 
April, 1928, he joined the Sturtevant Engi- 
neering Co. Ltd. London, to acquire 
experience in heating, ventilating and 
similar work, and returned to the Belfast 
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Mr. N. C. Cain 


Appointed Civil Engineer of the 
Ulster Transport Authority 





works of Harland & Wolff in October, 
1929; he was appointed to the managerial 
siaff, and served as an Assistant Manager 
in the iron and brass fcundries and pattern 
shops, and later in the machine and erect- 
ing shops. After a year in the Estimating 
Department he became Repairs Manager, 
until, in 1934, he was appointed Manager 
of the Locomotive & High Speed Diesel 
Engine Department. In 1936 he went to 
Australia, where he acted as Technical 
Representative for Harland & Wolff, his 
activities also extending to New Zealand. 
He served in an advisory and consultative 
capacity to the New South Wales Govern- 
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Mr. W. Archibald 


Appointed Mechanical Engineer of the 
Ulster Transport Authority 


ment Railways in connection with Har- 
landic engines and hydraulic transmission 
for diesel trains. Returning io Northern 
Ireland in November, 1939, he was again 
attached to the Belfast works of Harland 
& Wolff, and was responsible for the pro- 
duction of various items of naval and 
military equipment, at the same time con- 
trolling the High Speed Diesei and Loco- 
motive Departments. After the war his 
control was extended to the Auxiliary 
Diesel Engine Department. In September, 
1948, he left Harland & Wolff to take up 
an appointment with the Northern Ireland 
Road Transport Board. 


Canadian National Railways Purchases & Stores Officers 





Officers of the Purchases & Stores Department, Canadian National Railways, at Montreal recently, during 
the first system-wide meeting of the department for nineteen years 
Left,to right, standing: Messrs. H. M. Dewart, Purchasing Agent, Detroit; G. E. Taylor, Purchasing Agent, St. John’s, 


Newfoundland ; 


C. K. James, Assistant Purchasing Agent, Montreal; S. M. Smith, Assistant to General Purchasing Agent; 


[E. Tait, Assistant Purchasing Agent, Montreal; A. J. Wilmot, Purchasing Agent, Moncton; C. R. Snell, Purchasing Agent, 
Winnipeg; D. J. O. Meyers, Supervisor, Customs, Montreal; J. W. Corbett, Purchasing Agent, Toronto; A. J. Amory, Assistant 
Purchasing Agent, Montreal; A. Marples, Purchasing Agent, Edmonton; A. McKinnon, Assistant Purchasing Agent, Winnipeg ; 

H. Bridger, Purchasing Agent, Vancouver; W. F. Boice, Assistant to Purchasing Agent, Toronto 

Left to right, seated: Messrs. T. M. Pye, Assistant to Vice-President; E. A. Bromley, Vice-President; T. P. Harris, General 

Purchasing Agent; Miss D. Larue, Secretary; Messrs. W. M. Holmes, Purchasing Agent, Halifax; H. Maude, Assistant Purchasing 





Agent, Montreal 
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Crewe Divisional Control Room 


New control centre for 


movements between 


A new divisional control room for the 
supervision of all train movements 
between Euston and Carlisle, involving 
some million train miles a week, was 
opened at Crewe, London Midland 
Region, last week. 

Twenty-one of the twenty-seven desks in 
the control room are provided with key- 
boards, each having capacity for 36 con- 
trol circuits, which are common to 
all keyboards, and 10 railway exchange 
lines working to Crewe automatic 
exchange. Each keyboard also has an 
individual extension from a 50-line private 
automatic exchange, which provides local 
intercommunication within the divisional 
operating superintendent’s offices. The 
keyboards are mounted at the back of the 
desks and are enclosed in polished wooden 
casings forming part of the desks. Certain 
of the keyboards are raised above the desk 
tops to give the maximum space for train 
sheets, and so forth. 

A “speak” key is provided for each 
circuit, whereby the controller connects his 
hand-set to any desired line. An incoming 
call is signalled by the lighting of a red 









APPARATUS 


ROOM 





DESKS SHOWN SHADED ARE NOT FITTED WITH KEYBOARDS. 


calling lamp above one of the “speak” 
keys on each keyboard, and the operation 
of this key will extinguish the call lamp 
and light green “ busy ” lamps on all key- 
boards. Outgoing calls are made by 
throwing the appropriate “ speak ” key and 
operating one of a group of selective ring- 
ing keys, or by dialling in the case of the 
railway exchange and private automatic 
exchange lines. 

On any keyboard a control circuit may 
be switched to any other control circuit, 
or to a private automatic exchange exten- 
sion, by operating the two associated 
“ speak” keys downwards to the position 
marked “ connect.” Such interconnection 
does not affect the working of the rest of 
the keyboard, and the controller may 
supervise the connection by the operation 
of a “ monitor” key. Any further ringing 
on circuits so switched through, causes the 
operation of a “clear” lamp and a low- 
toned buzzer, which can be silenced only 
by operating the “monitor” key. This 
compels the controller responsible for the 
connection to enter the circuit to make 
certain conversation has ended before he 
breaks down the connection. 


all train 
Euston and Carlisle 


Connection between exchange lines and 
control circuits is prohibited and the ex- 
change line keys have no “connect” posi- 
tion. Most of the control circuits are 
operated on the omnibus principle, having 
several outstations. The divisional con- 
trol room is selectively called on all such 
circuits. Loop, or differential battery call- 
ing is used at present, but provision has 
been made for the conversion of certain 
circuits to a form of dial selective working 
in the near future. 


CONFERENCE SWITCHING 

For conference purposes, certain control 
circuits age connected to telephones in 
selected private offices. The switching is 
performed by relays under the control of 
conference keys on the head controller’s 
desk, and during the conference the normal 
control room keyboards are disconnected 
from the circuits so switched, as only the 
head controller is permitted to listen-in. 

All keyboards are identical and are re- 
movable from the desks for routine main- 
tenance and repair purposes. The key- 


board wiring is terminated cn twelve 32 
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contacts and wiring is provided by means 
of a series relay in the main ringing 
battery feed, which connects a limiting re- 
sistance in circuit should the ringing 
battery be applied to a short-circuited line. 
Power-off and other fault alarms are re- 
peated to the head controller’s desk, so that 
the maintenance staff can be called without 
delay, should they be absent from the 
apparatus room. 


Internal Cabling 

Twenty-pair polyethylene insulated 
P.V.C. sheathed cables are used for all 
internal cabling. Parallel cabling to all 
keyboards is used, all interconnecting being 
done by means of jumpers on the inter- 
mediate distribution frame. Cables be- 
tween the apparatus room and the key- 
boards are carried in floor ducis, or alter- 
natively, in runways incorporated in the 
desks. 

The telephone equipment was designed 
and manufactured by the General Electric 
Co. Ltd., Coventry, to the requirements 
of Mr. S. Williams, Regional Signal & 
Telecommunications Engineer, who also 
was responsible for the design of the desks 
and special ticket racks for the motive 
power, passenger stock and passenger 
transport controllers. The furniture and 
fittings were manufactured by the Regional 
Chief Mechanical Engineer’s Carriage & 
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General layout of the new control room 


point jacks, which connect with a like 
number of 32 point plugs mounted on an 
angle-iron framework attached to the desk. 


APPARATUS AND BATTERY ROOMS 


An apparatus room adjoins the control 
room and houses the relay equipment and 
cable distribution frames, together with 
the battery chargers and lamp _ trans- 
formers. A test desk fitted in this room 
carries a spare keyboard, which is con- 
nected up in the same way as a normal 
working position and enables the main- 
tenance staff to carry out tests on faulty 
circuits without disturbing the controllers. 

The “calling” and “ busy” lamps are 
supplied with power at 20 volts from three 
lamp transformers provided with “ power- 
off’ contactors. During power failures, 
the “calling” lamp load is transferred to 
the main 26 volt battery and the “ busy” 
lamps are disconnected. A_ separate 
battery-room contains duplicate 26-volt 
150 amp.-hr. lead-acid secondary batteries 
for operating all relay equipment, and a 
single 50-volt. 20 amp.-hr. lead-acid 
secondary battery for ringing outstations. 

Automatic protection of ringing key 





UNDERFLOOR CABLE DUCTS ARE SHOWN DOTTED 


Wagon Works at Wolverton. The 
assembly of the furniture and installation 
of the telephone equipment was carried out 
by the Regional Signal & Telecommunica- 
tions Engineer’s staff. 





LONDON-BRITTANY AIR SERVICE.—A new 
Air France service between London and 
the coast of Brittany was inaugurated on 
June 17. when a 33-seat Languedoc left 
Northolt for Dinard. At present there will 
be three return services a week and these 
will be increased to eight next month. 


YORKSHIRE “ RUNABOUT” TICKETS.—On 
June 20 a new runabout ticket became 
available in the North Eastern Region of 
British Railways at a cost of 20s. This 
ticket is issued any day for seven con- 
secutive days. Major points of issue, be- 
tween which they will be available for un- 
limited journeys, are York, Scarborough, 
Bridlington, Filey, Whitby, Market 
Weighton, Malton, Pickering, 
and Helmsley. Less important stations 
will also issue them. The facility will be 
available until October 29. 
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Road Haulage Association Luncheon 


Sir Cyril Hurcomb’s 


review of progress in 


nationalisation of road transport undertakings 


The annual luncheon of the Road 
Haulage Association was heid at Grosvenor 
House, Park Lane, London, W.1, on Wed- 
nesday last. The National Chairman of 
the Association, Mr. B. G. Turner, pre- 
sided. The principal guest was Sir Cyril 
Hurcomb, Chairman of the British Trans- 
port Commission. 

Sir Cyril Hurcomb, proposing the toast 
of the Road Haulage Association, said that 
the negotiations for acquisition of road 
haulage undertakings by agreenient were 
now practicaliy conciuded in all cases. The 
cost of these acquisitions to the Commis- 
sion was estimated at not far short of 
£25,000,000. 

The process of compulsory acquisition 
was also now well in train, and nearly 
1,300 noiices had been served up to the end 
of May. Over 200 undertakings had been 
actually transferred by April 30 last but 
the Commission was still awaiting, in 
respect of nearly half of them, the accounts 
or other information essential to the 
making of a provisional ascertainment, let 
alone the preparation and issue of the 
Transport Stock in respect of the sum so 
ascertained, 

On the operating side the appointed day 
was coining aearer after which the 25 mile 
restriction would apply. It was intended 
that the latitude to issue Original Permits 
to continue operation should be exercised 
in a manner, and in a spirit, which would 
acknowledge the importance of just treat- 
ment of the individual haulier and the 
interests of trade, as well as the conveni- 
ence of administration. 

The Minister of Transport had decided 
to create a new Road Passenger Executive 
and to re-name the Road _ Transport 
Executive, more descriptively and more 
accurately, as the Road Haulage Executive. 
The Road Transport Executive was named 
in the Transport Act itself as one of the 
agents of the Commission, and it originally 
covered all the road transport interests of 
the Commission, apart from London Pas- 
senger Transport. For that reason it in- 
cluded members experienced in, and repre- 
sentative of, road passenger transport, as 
well as of road haulage transport. Until 
the Commission began to be possessed of 
important road passenger undertakings, 
and until the actual conduct of road trans- 
port of goods had begun to assume sub- 
stantial proportions, it was unnecessary to 
divide the two functions, and it would have 
been extravagant to do so. The position 
had been changed by the Commission’s 
acquisition of the Tilling and S.M.1T 
groups of bus companies, in which pre- 
viously it had had merely an investment 
interest, and by the beginning of the work 
involved in the investigation and prepara 
tion of Area Schemes for road passenger 
transport under Part IV of the Transport 
Act. 

There would be no needless multiplica- 
tion of bodies or of posts, but clearly the 
stage had been reached when one Execu- 
tive could no longer effectively control and 
supervise two vast and developing services, 
widely different in their nature, and serv- 
ing different sections of the public, if full 
justice was to be done to the requirements 
of the traders using the road haulage in- 
dustry on the one side, and of the travel- 
ling public using the road passenger 
industry on the other. 

Of the liaison machinery set up between 
the Road Haulage Association and the 
Executives of the Commission, Sir Cyril 


Hurcomb said it was a great satisfaction 
to the Commission that it had been pos- 
sible to devise and bring into being such a 
machinery. It linked with the Association 
both the Road Transport Executive (just 
re-christened Road Haulage Executive) and 
the Railway Executive and the three 
parties had chosen as the first Chair- 
man of their main Conference Mr. 
David Blee, who, like many of his officers, 
had had long experience of many of the 
problems of the haulage industry. 

In proposing the toast of the Road 
Haulage Association he was particularly 
glad to couple it with the name of the 
National Chairman, Mr. B. G. Turner, who 
iad so long been an untiring upholder of 
the interests of road transport in many 
capacities, and to whom they were all in- 
debted for his help in bringing to fruition 
the idea of a regular system of liaison 
between the Association and the Executives 
of the Commission. 

Mr. B. G. Turner said that the Road 
Haulage Association could never afford to 
be complacent, but under the present ex- 
ceptional circumstances the need for vigi- 
lance and wise statesmanship was more 
than ever necessary, if the Association was 
to be successful in promoting the welfare 
of free hauliers. 

The Road Haulage Association had been 
glad to help the British Transport Commis 
sion, through its three Executives, to set 
up, and to become a partner in, the Road 
Haulage Liaison. It was hoped that 
through this machinery friendships would 
develop between the different parties, and 
that sound interworking arrangements 
would quickly be produced to the common 
benefit, not only of all the parties which 
were directly concerned, but of the country 
as a whole. 

Under the Act, the British Transport 
Commission was entrusted with powers 
denied to free hauliers, which, if used with- 
out due care and moderation, were capabie 
of doing much harm. The national inter- 
est required that free hauliers should be 
recognised by the Commission as the pre 
dominant providers of transport in respect 
of local cartages and of certain excluded 
traffics, and arrangements should quickly 
be made whereby hauliers could deliver 
into, and collect from, all the various 
depots of the three different Executives 
of the British Transport Commission, and 
so enable them both to use and to feed 
the nationalised services. 

Should the Transport Act remain on the 
Statute Book, the Association would do 
everything in its power to ensure the con- 
tinued friendliest relationship with the 
British Transport Commission, and do 
what it could to become partners with the 
Commission in supplying the transport 
requirements for trade and_ industry 
throughout the country. 

There were signs, however, that at the 
coming General Election the Conservative 


Party might be returned to power, and if 


it was, it had undertaken to de-nationalise 
goods road transport. This, in the opinion 
of the Road Haulage Association, was most 
desirable and quite feasible and practical, 
although it was recognised that many 
transport companies could not be returned 
to free enterprise in the same state as they 
had been in when they were nationalised. 
What they had become in the meantime. 
however, could be returned to free enter 
prise quite easily and satisfactorily. 
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The Road Haulage Association had ceon- 
sistently maintained that the most efficien; 
goods road transport facilities could be 
provided only under private enterprise, and 
until it was proved wrong, it would not 
depart from this belief. 

It would be wrong to hide concern at 


‘the continuance of the Ministry of Trans- 


port at virtually wartime strength. Experi 
ence had shown that the Ministry in 
present overgrown peacetime strength wa 
productive of less definite good than wa 
the case formerly. Shortages would neve 
be overcome by civil servants either tellin 
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trade and industry what they could not 
have, or deciding what, in fact, trade and 
industry should receive. Trade and 


industry knew their own jobs, and shou 
be left free to manage their own dome 
affairs. 

Mr. F. F. Fowler, Vice-Chairman of | 
Road Haulage Association, who proposed 
the toast of the guests, referred to Sir Cyril 
Hurcomb’s 43 years of public service and 
to the valuable work he had performed in 
several spheres. 

Captain G. E. P. Thorneycroft, M.P.. 
who responded to the toast, said he could 
not believe that the present policy being 
pursued for transport could end in any 
thing but disaster. A wholly different 
system would be adopted if the Conserva- 
tive Party was returned to power in the 
next election. 
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Six KILLED IN INDIAN CRASH.—According 
to an agency report, six persons were 
killed and 50 seriously injured in a rail- 
way accident near Mahinatour in Bihar 
Province on June 19. The accident was 
said to have occurred when the axle of a 
coach broke. 


AGREED CHARGES.—Applications for the 
approval of 99 further agreed charges 
under the provisions of section 37 of the 
Road & Rail Traffic Act. 1933, have been 
lodged with the Transport Tribunal. 
Notices of objection must be filed on or 
before July 12. 


Costa Rica RatLway Co. Ltp.—At the 
annual general meeting on May 26, ad 
journed from Decs ember 29, 1948, Mr. 
Robert W. Adeane presided in the absence 
abroad of Mr. C. Drayton, the Chair- 
man. Although the year was one of great 
internal stress for Costa Rica the operating 
profit of the Northern Railway was equiva- 
lent to £81.978, which, after charging 
general expenses and the annual sum of 
£126.300 payable under the working agree 
ment, resulted in a loss of £51,243. The 
operating profit shows an increase of 
£22.695 over the previous year’s figure. 
Total revenue increased by 7°8 per cent. 


and working expenses increased by 1-7 


per cent. 


PRESENTATION TO VANMAN FOR GALLAN- 
rry.—In recognition of outstanding coolness 
in dealing with an outbreak of fire, Motor 
Parcels Vanman F. V. Parker, of Not- 
tingham Victoria, Eastern Region, on 
June 14 was presented with a cheque and 
framed certificate by Mr. C. K. Bird. 
Chief Regional Officer, Eastern Region. 
The incident occurred on March 5 of this 
year, when a motor parcels van caught 
alight at Mansfield Road Dock, Notting- 
ham. After removing a second vehicle 
from the danger area, Vanman Parker, 
despite having received slight injuries. 


tackled the fire single-handed and was able 


to put out the flames by means of a fire 
extinguisher. 
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Dover-Ostend “ Car Ferry ” 


A new car ferry vessel has been intro- 
duced on the Dover+Ostend route to the 
Continent. It is named the Car Ferry, was 
built in the Cockerill Yards at Hoboken 
tor the Belgian Marine, and was launched 
in September last year. The Car Ferry 
can accommodate approximately 110 cars 
and there is room for 700 passengers. Good 
cabin accommodation is provided, with 18 
cabins for two persons, and eight cabins 
for four persons. The restaurant seats 90 
persons, 

The overall length of the new vessel is 
373 ft. and it has a breadth moulded of 49 
ft. There are two continuous decks with 
two large hatches fore and aft which per- 
mit the rapid loading and unloading of 
motor vehicles. The vessel is propelled 
by two Sulzer diesel engines which give a 
speed of 22 knots. It will leave Dover at 

p.m. on Mondays, Wednesdays, and 
Saturdays, due at Ostend at 5.45 p.m. On 
Sundays, Tuesdays, and Fridays the vessel 
will leave Ostend at 11 a.m., due at Dover 
at 2.45 p.m. 

The vessel was the subject of an inspec- 
tion at Dover on June 17, on the joint 
invitation of the Belgian Marine and 
British Railways, Southern Region. A 
number of British Railways officers were 
present, together with representatives of the 
Belgian Marine. M. Henry de _ Vos, 
Direcior General, Belgian Marine, wel- 
comed the guests, and said that the vessel 
had been in service between Ostend and 
Dover since June 3. The headroom of the 
covered deck had been made sufficiently 
high to take goods traffic by lorry, or pas 
sengers by motorcoach if required. He 
hoped that the tourist agreement between 
the Belgian and English Governments 
would be amended as soon as possible in 
the mutual interests of the two countries 

Captain F. S. Kingsland, Harboui 
Master, Dover, Southern Region, and 
Deputy Mayor of Dover, who replied on 
behalf of the guests, said that the 
Southern Region as a railway welcomed 
all new ships serving its territories. Some 
British ships were already equipped for 
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carrying road traffic, but this was the first 
Belgian ship to be designed in this way. 
He wished the vessel all good fortune in 
her voyages. 


at Buxton 


The first post-war congress of the Insti- 
tute of Transport is being held this week 
at Buxton, under the Presidency of Mr. 
David Lamb, with headquarters at the 
Palace Hotel. 

Opening of the congress on Wednesday 
morning by the President, and a civic wel- 
come by the Mayor of Buxton. Councillor 
G. A. Williams, was followed by a paper 
on “The Team Spirit in Transport” by 
Mr. J. Benstead. Deputy-Chairman, British 
[Transport Commission. In the morning, 
also, there was a sight-seeing tour for the 
ladies. Editorial reference to Mr. Ben- 
stead’s paper is made on page 688. 

In the afternoon, members travelled by 
special train to Derby, where alternative 
visits to the District Control Office, 
London Midland Region, British Rail- 
ways; the London Midland Region Car- 
riage & Wagon Works; the School of 
Transport. British Railways; and the Air 
craft Engine Works, Rolls-Royce Limited, 
had been arranged. An evening reception 
was held at the Pavilion. Buxton, by the 
Mayor and Mayoress, and dancing con- 
tinued until midnight. 

On Thursday morning, Mr. Raymond 
W. Birch read a paper on “A Philosophy 
of Transport.” and a visit to Buxton Pavi- 
lion Gardens and Baths was arranged for 
the ladies. Alternative afternoon visits 


were paid to the works of the North 
Western Road Car Company and to 
Chatsworth House. In the evening, the 


President and Mrs. Lamb held a reception, 
followed by dancing. at the Palace Hotel. 

Today. June 24, members are travelling 
by special train to Manchester, where they 
will have the choice of visits to the Man 
chester Ship Canal; the cotton mills of 
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Mr. C. Grasemann, Public Relations & Publicity Officer, Southern 


Region of British Railways; Mr. R. H. Hacker, Chief Officer (Continental). Railway 
Executive; M. H. de Vos, Director General, Belgian Marine, and the Captain of the 
vessel, M. Charles J. Tanghe, on the ** Car Ferry’’ at Dover 
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Richard Haworth & Co. Ltd., Salford; 
and the Railway School of Signalling, Vic- 
toria Station. The congress ends this 
afternoon with a luncheon at the Midland 
Hotel, Manchester. 


Staff & Labour Matters 
Lodging Turns Dispute 

On June 13, the Prime Minister called 
a further meeting of Ministers to discuss 
the latest developments in the dispute 
about lodging turns’ for _ trainmen. 
Ministers present included Mr. G. Isaacs, 
Minister of Labour; Mr. Chuter Ede, 
Home Secretary; Mr. Alfred Barnes, 
Minister of Transport; Mr. Arthur Hen- 
derson, Air Minister; Mr. John Strachey, 
Food Minister; Mr. Noel-Baker, Secre- 
tary of State for Commonwealth Rela- 
tions; and Sir Frank Soskice, Solicitor- 
General, Separate discussions were also 
held by the respective Executive Com- 
mittees of the N.U.R. and A.S.L.E. & F. 

The dispute had become closely linked 
with the claim by the N.U.R. for a wage 
increase of 10s. per week and extra pay- 
ment for Saturday working, after 12 noon, 
due to the Railway Executive ultimatum 
that it could not negotiate under duress 
while unofficial strikes over lodging turns 
continued. Talks on the wages claim had 
accordingly been suspended. This brought 
a protest from Paddington No. | Branch 
of the N.U.R., which through its Secre- 
tary, sent a letter to Mr. Attlee express- 
ing the strongest disapproval of the Rail- 
way Executive action, which was con- 
sidered unjustifiable. 

On June 13, also. a mass meeting was 
called by the N.U.R. London and Essex 
District Councils to consider possible 
action owing to lack of progress in con- 
nection with the wage claim. By an 
overwhelming majority the following reso- 
lution was adopted:- 

“That this mass meeting, representing 
over 50,000 railwaymen, expresses its 
strongest concern at the procrastination 
and delay arising from our claim for 10s. 
a week increase and enhanced rates for 
Saturday afternoons. We view with dis- 
gust the reported offer by the Railway 
Executive and emphatically reject it. We, 
therefore, advise our head office that if 
our claim is not fully settled by July 4, 
we shall call on all London railwaymen to 
work to rule and strictly adhere to the 
44-hour week.” 

It was decided to call a meeting of 
branch officials on June 30 to consider 
possible action arising from the resolu- 
tion. 

On June 15, with a view to ending the 
deadlock, Sir Robert Gould, Chief Indus- 
trial Commissioner at the Ministry of 
Labour, held discussions with Mr. W. P. 
Allen. Member for Staff & Establish- 
ment, Railway Executive, Mr. J. R. 
Figgins, and Mr. W. T. Potter, General 
Secretary and President respectively of the 





N.U.R. After the meeting, which lasted 
two hours, the followins statement was 
issued:— 


* The Executive of the N.U.R. have in- 
formed the Minister (Mr. Isaacs) that they 
are confident that the measures they have 
taken and are contemplating will ensure 
full normal working on Sunday next so 
far as their members are concerned. In 
view of this assurance the Minister has 
approached the Railway Executive to 
ascertain whether the Department can be 
of assistance in resolving the difficulty that 
arose concerning the N.U.R. circular letter 
of May 25. As a result. the Railway 
Executive has agreed to meet the N.U.R. 
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at the Ministry on Monday morning, June 
20, to discuss the question of the disposal 
of the letter, and the N.U.R. have been 
invited to attend. 

“The Minister has also received a 
letter from the A.S.L.E. & F. outlining 
the steps they had taken. and are con- 
tinuing to take with a view to securing 
normal working on _ Sunday. The 
Minister has written to the unions ex- 
pressing his appreciation of their action. 
He trusts the men recognise their duty to 
the public and that they will be in no 
doubt that loyalty to their trade unions 
demands a cessation of unofficial action. 

The following statement was_ issued 
shortly afterwards by the Railway Execu 
tive:— 

“In addition to the steps that have 
been and are being taken by the A.S.L.E. 
& F. to end the unofficial Sunday strikes, 
they have been informed by the Minister 
of Labour & National Service that he has 
received an assurance from the N.U.R. 
that they are confident that the steps they 
have taken and are taking will ensure 
normal working on Sunday next. 

“In these circumstances, the Railway 
Executive states that, in conformity with 
its previously declared policy. if the assur- 
ance of the N.U.R. has the hoped result 
anticipated, it will be prepared to meet 
the N.U.R. on Monday morning next to 
dispose of the circular letter issued by 
them. 

* Assuming that this matter will be satis 
factorily adjusted. the negotiations with all 
the trade unions on wages can be resumed 
immediately afterwards—if convenient 
next Monday afternoon.” 

The unofficial strike committee issued 
the foilowing statement on June 16 after 
a three-hour meeting of representatives of 
the footplate staff at York:— 

“The committee notes from its reports 
that the men remain solid in their deter 
mination to attain their objecive. In our 
review of developments we note that the 
responsibility for bringing the Sunday 
stoppages to an end has been placed on 
the trade unions. 

‘In view of the impasse brought about 
by the Railway Executive, and having a 
greater sense of responsibility to the 
public, we recommend that all depots re- 
sume normal Sunday duties forthwith, and 
by a disciplined return to duty demon- 
strate their continued solidarity and place 
our union in a position to negotiate an 
agreement satisfactory to the members. 

“ But we must point out that should the 
Railway Executive continue its uncom 
promising attitude in relation to additional 
lodging turns the workers will have no 
option but to exercise their right to with- 
draw their labour as the only means of 
protection left to them. 

“In the meantime this delegate confer- 
ence Calls on all men to refuse any lodging 
turns introduced since May 23, and should 
disciplinary action be taken against any 
man or men, we shall again put into 
Operation the token Sunday strikes.” 

The resolution was carried by 48 votes 
to three. 

On the same day the N.U.R. had con 
vened a special delegate meeting in 
London to consider the question of lodg 
ing turns and also the position regarding 
the wages claim and future policy. This 
meeting, by 42 votes to 33. decided to 
reverse the union policy regarding lodging 
turns which was formulated in 1945. The 
resolution taking this action reads:— 

“That having regard to the changed 
circumstances since the policy of this 
union was formulated in 1945 and re- 
affirmed by decision number 53 of the 
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annual general meeting in 1947, and the 
urgent need for attracting passenger and 
goods traffic to the railways, this special 
delegate meeting decides to rescind Deci- 
sion No. 53* of 1947. 

“We instruct the National Executive 
Committee to continue negotiations with 
the Railway Executive in its efforts to 
eliminate unnecessary lodging turns. 
Further, any proposals for the introduc- 
tion of new lodging turns are to be the 
subject of negotiations between the Rail- 
way Executive and the unions concerned.” 


Wages Claim 

Negotiations were resumed by _ the 
London Transport Executive, on June 15, 
in connection with the application from 
the N.U.R. for a flat-rate increase of 10s. 
a week and for the payment of time-and-a 
quarter in respect of all time worked be- 
tween noon and midnight on Saturdays, at 
a meeting between representatives of 
London Transport Executive, the N.U.LR.. 
the A.S.L.E. & F., and the R.C.A. This 
was the first occasion in connection with 
~¥ claim that the R.C.A. and A.S.L.E. & 

. had been brought into the discussions, 
as these two unions had not been party 
to the claim as submitted by the N.U.R. 
After the meeting the following joint 
statement was issued: 

“A meeting was held this morning. 
Wednesday, June 15, between representa 
tives of the London Transport Executive 
and of the National Union of Railway 
men, Railway Clerks’ Association, and 
Associated Society of Locomotive Engi- 
neers and Firemen. to continue discussions 
arising out of the claim submitted by the 
N.U.R. for an increase of 10s. a week 
and additional payment for work on Satur- 
day afternoon for railway salaried and 
conciliation — staff employed by London 
Transport. At this meeting the London 
‘Transport Executive put forward ipro- 
posals to increase the pay of certain of 
the lower-paid grades. The meeting was 
adjourned to enable the unions to consider 
these proposals.” 

At its special delegate meeting which 

was continued on June 17, the N.U.R. 
considered the proposals of the London 
Transport Executive and also those of the 
Railway Executive to which reference was 
made in our issue of June 10. At this 
meeting the following resolution was 
passed: — 

Having had placed before us the pro- 
posed wage increases from the Railway 
Executive and the London Transport Ex- 
ecutive this special general meeting decides 
to endorse the action of our National 
Executive Committee in not accepting 
same. 

“We instruct our National Executive 
Committee to continue negotiations on the 
basis of our original claims, at the same 
time pressing for an early settlement, the 
results of these negotiations to be reported 
back on June 28.” 

The N.U.R. delegates also passed 
another resolution placing on record its 
complete confidence in the General Secre- 
tary and the National Executive Com 
mittee. 

On Sunday, June 19, footplate staff re- 
ported for duty as rostered, and the 
normal Sunday service was operated, in 
addition to a number of excursion trains 
which were scheduled. The resolution of 
the special delegate conference of the 
N.U.R. rescinding Decision No. 53 regard- 
ing the policy of the union, in relation to 





* Decision No. 53 relates to the opposition of all 
new lodging turns and to the pursuance of nego- 
iiations with the object of bringing about the 
abolition of the system. 
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lodging turns, has rendered the circula 
letter issued on May 25 inoperative, and 
in the circumstances the Railway Execu- 
tive agreed to meet the N.U.R. and the 
other unions concerned on the afternoo; 
of June 20, for the purpose of resuming 
at the point where they were broken of} 
the discussions about the wages claim 
The following announcement in this con 
nection was made by the Railway Execu 
tive on June 19:- 

“The Railway Executive this afternoo 
notes with satisfaction that the moti 
power Staff on the east coast group of lin 
have resumed normal working. The Rai 
way Executive has been formally advised 
by the N.U.R. that the latter’s circul 
letter of May 25, instructing their mem 
bers not to work additional lodging turns, 
is no longer Operative. There is, ther 
fore, no necessity for the meeting which 
had been provisionally arranged to b 
held at the Ministry of Labour tomorrow 
(Monday) morning to deal with this pai 
ticular aspect. 

“In these circumstances. the Railway 
Executive is ready to resume discussions 
on wages with the trade unions at the 
point where they were broken off on 
June 9, and a meeting for this purpose 
will be held at Railway Executive head 
quarters tomorrow (Monday) afternoon. 

* Now that the unfortunate troubles of 
the last few weeks have been concluded 
the Railway Executive sincerely hopes that 
the good relations which have hitherto 
existed between the Executive and all the 
trade unions will be restored. Faced as 
they are with the present economic diffi- 
culties of the railway industry, it is never- 
theless in this spirit that the Railway 
Executive will resume the discussions on 
wages tomorrow.” 

After the resumption of negotiations on 
the wages claim the following announce 
ment was issued on Monday, June 20: 

‘Discussions were resumed today be 
tween representatives of the Railway 
Executive and of the N.U.R., the 
AS.L.E. & F., the R.CA., and the em- 
ployees’ side of the Railway Shopmen’s 
National Council, in regard to the wages 
claim submitted by the N.U.R., and the 
meeting stands adjourned until Thursday 
morning, June 23.” 

The Executive Committee of the 
A.S.L.E. & F. has announced its decision 
to reject the London Transport Executive 
offer to increase the rates of nay of certain 
lower grades in the employ of the Execu- 
tive. This decision was reported at dis- 
cussions between the unions concerned and 
the London Transport Executive on 
June 21. 

In view of the interest which has centred 
in recent weeks on railway labour diffi 
culties and criticism of the machinery for 
dealing with such matters we publish on 
page 709 of this issue an account of the 
existing arrangements for dealing with 
disputes. 


TASKS OF THE ENGINEERING INDUSTRY. 
—At a recent luncheon, Sir John Ander- 
son, M.P., addressed members of the 
British Engineers’ Association. He was 
introduced by the President of the Asso- 
ciation, Mr. C. K. F, Hague, Managing 
Director of Babcock & Wilcox Limited. 
Sir John Anderson referred to the export 
market, and pointed out that the chemical. 
electrical, and similar industries, based on 
comparatively recent developments _ in 
science, enjoyed a greater competitive 
strength than the traditional industries, such 
us engineering, which were always con- 
fronted with having to adapt themselves to 
new developments. 





—_ tu 


ae ~~ Fw mm fe 


STFos es ea: 


Ot 





June 24, 1949 


THE RAILWAY GAZETTE 


British Railways Negotiating Machinery 


The following is a summary issued by 
the Railway Executive of the existing 
machinery of negotiation between the Exe- 
cutive and the staff; the steps that have 
been, or are being taken, to improve that 
machinery; and the latest developments in 
“ consultation” between management and 
staff and in welfare and training. 

The machinery for negotiation “and con- 
sultation between the management and 
staff of Britisn Railways is one of the most 
comprehensive in the country. The prin- 
ciples underlying its structure are, first, to 
ensure that every grade of employee 
covered by national agreements has, 
through fyeely elected representatives, a 
point ‘of contact with the management, and 
second, that matters of common interest 
are considered at the appropriate level. 

The latter principle avoids clogging the 
machine at the top with unnecessary and 
trivial detail, and, at the other end of the 
scale, avoids purposeless discussion on 
matters of major importance which the 
participants have not the power to settle. 
It enables such matters as lie within the 
scope of the various local bodies to be 
dealt with on the spot without delay by 
men who have an intimate knowledge of 
the conditions. 

The machinery has a twofold purpose: 
(/) to consider and deal with matters re- 
lating to wages, hours of duty, conditions 
of service, and so on, and (2) to provide 
a channel for the ideas and suggestions of 
the staff for the more efficient and econo- 
mical working of the railways. 


COMMITTEES AND COUNCILS 

The various bodies which have been set 
up, in agreement with the trade unions 
(N.U.R., A.S.L.E. & F., and R.C.A.) and 
their functions and constitution are: 

Locel Representatives. At any station 
or depét where there are less than 50 staff 
two local representatives may be elected to 
discuss with local officials matters cover- 
ing the same field as that covered by Local 
Departmental Committees. 

Local Departmental Committees. At 
any station or depot where 50 or more staff 
are employed the recognised means of 
communication between employees and 
local officials is the Local Departmental 
Committee. Composed of not more than 
four staff representatives and four repre 
sentatives of the management, each side 
elects its own chairman and _ secretary. 
Members are elected annually. They are 
precluded from dealing with anything 
which contravenes national agreements. 
Their functions include arrangement of 
working hours, meals, and intervals: holi- 
day arrangements; safety appliances, first- 
aid and staff accommodation; labour- 
saving appliances; improvements in work 
ing methods and organisation; and com- 
mercial activities. 

Sectional Councils. The next larger body 
in the “ family tree” of railway staff con- 
tact is the Sectional Council. 
Councils cover each Region. Not more 
than 12 represent the staff on each Council, 
and a similar number represent the 
management. Each side elects its own 
chairman from among its members and 
there is a secretary in. addition to the ap- 
pointed representatives. The employees’ 
secretary may be a full-time trade union 
official. 

The functions of the Sectional Council 
are: (1) To consider suggestions as to 
operating, working and kindred subjects; 
securing increased business; greater effi- 
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ciency and economy; and well-being of the 
staff. (2) Local application of national 
agreements relating to standard salaries, 
wages, hours of duty and other standard 
conditions of service. 

Members of the Sectional Council hold 
office for three years, a third retiring each 
year, Retiring members are available for 
re-election. 

Matters not resolved may be referred by 
the employees’ representatives to the head- 
quarters of the union for discussion with 
the Regional headquarters concerned. Fail- 
ing agreement at this level, the machinery 
of the National Council is brought into 
operation. 

Railway Staff National Council. This 
body consists of eight representatives of 
the Unions (four N.U.R., two A.S.L.E. & 
F., two R.C.A.) and eight representatives 
of management. Its function is to con- 
sider salaries, wages, hours of duty and 
other standard conditions. Matters are 
only referred to the R.S.N.C. on failure to 
agree: (a) by direct negotiation with a 
Region; or (b) at joint meetings with the 
Railway Staff Conference, which, com- 
posed of Staff Officers of the Regions, is 
the official negotiating body of the Rail 
way Executive. 

Decisions of this Council are by agree- 
ment, or by majority (unless dissent by a 
minority is recorded). Under certain condi- 
tions, the Council can ask for an “ interpre- 
tation” by the chairman of the Railway 
Staff National Tribunal. 

Railway Staff National Tribunal. This 
consists of three members; one nominee 
each from the Railway Executive and the 
unions, selected from a previously nomi- 
nated panel, and a Chairman‘ (at present 
Sir John Forster, K.C.). The Chairman is 
appointed either by agreement, or nomi- 
nated by the Minister of Transport, after 
consultation with the parties. Any matter 
referred to the Railway Staff National Tri- 
bunal must first have been considered by 
the National Council. Each side may 
appoint assessors, in equal numbers, whose 
functions are confined to the elucidation of 
facts. The members are appointed for a 
particular issue; the Chairman may be 
similarly appointed, or for a term. 

Separate machinery exists for railway 
workshop staff, electrical staff, workshop 
supervisory staff and professional and 
technical staff. While not on exactly the 
same lines, it is similar in principle to that 
for salaried and conciliation staff. 

The machinery of negotiation, while re- 
maining the same in broad outline, is at 
the moment the subject of revision, 
because: (a) modifications are necessary 
to adjust a machine designed to meet the 
requirements of the former four railway 
companies to the new organisation of six 
Regions; and (b) consideration has to be 
given to whether machinery of proved effi 
ciency in dealing with the former railways, 
is in all respects suited to a nationalised 
industry. 

The dual purpose of the bodies em- 
braced by the negotiating machinery are 
clearly indicated in the functions of those 
bodies. Since the formation of the Rail- 
way Executive on January 1, 1948, it has 
been the policy to establish the closest pos- 
sible co-operation with the staff and the 
unions in all matters affecting the welfare 
of the railways and the staff. To this end, 
and in conformity with the lines of 
development laid down in Part VII, Sec- 
tion 95(b) of the Transport Act, 1947, the 
Railway Executive have formulated a pro- 
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cedure of consultation giving practical 
effect to this policy. 

“Consultation ” covers all matters of 
mutual interest which do not come within 
the realm of “negotiation” and which, 
while forming suitable subjects for discus- 
sion between management and staff in their 
mutual interests, are nevertheless matters 
in which the management reserves the right 
of decision. 

This includes such items as: indication 
by the management of contemplated lines 
of action; arrangements for discussion with 
staff representatives at the appropriate 
level; consideration of any representations 
which the staff may make in regard to the 
foregoing; and notification of the decision 
by the management, with explanations; 
where it is not practicable or desirable to 
give effect to representations by the staff. 

This scheme of consultation between 
management and staff, although outside 
the scope of the negotiating machinery, 
makes use of the various bodies set up 
under that machinery, where such an 
arrangement is appropriate. Discussions, 
started by the Railway Executive in 
November, 1948, have taken place between 
the Railway Executive and the unions, and 
the A.S.L.E. & F. and the R.C.A., while 
not agreeing all details, have welcomed 
the scheme and indicated that they regard 
the proposed approach to the subject as 
forming the basis of development of “ con- 
sultation” as an important feature of 
future staff relations. 

The N.U.R., however, has declined to 
be associated with the scheme on the 
grounds that it embraces certain matters 
which that union claims should lie within 
the functions of the negotiating machinery, 
and that “consultation ” without right of 
decision with the management is useless. 


RAILWAY EXECUTIVE’S VIEW 

It would be impossible for the Railway 
Executive to discharge the duties laid on 
it by the Transport Act unless * manage- 
ment is allowed to manage.” They regard 
the introduction of this scheme as of such 
urgency and importance that, despite the 
impossibility of reaching agreement with 
the N.U.R. in the protracted negotiations 
which have taken place, they eventually 
advised the unions that they were proceed- 
ing with the scheme, and it was put into 
effect on May 30, 1949. 

On a number of occasions since January, 
1948, direct consultations between Mr. W 
P. Allen, Member of the Railway Execu- 
tive for Staff & Establishment, and/or 
Regional officers and groups of the staff, 
have been arranged. The subjects have 
ranged from informal discussions on any 
matters affecting a whole Region. to dis- 
cussion, in advance, of proposed detailed 
changes in organisation or working 
arrangements. 

Informal discussions, unhampered by 
either agenda or minutes, have also taken 
place between the Executive and leading 
officials of the trade unions. 

The Joint Advisory Council for Welfare 
has been established for the purpose of 
keeping under constant review the general 
welfare of all grades of the staff. This in- 
cludes such matters as amenities in staff 
prémises, hygienic facilities, the welfare of 
women and junior staff, social and recrea- 
tional facilities, accident prevention, and 
first-aid. Ten members form the Council 
drawn from the Railway Executive. the 
N.U.R., the A.S.L.E. & F., the R.C.A., and 
the Railway Shopmen’s National Council. 

Widespread facilities exist on British 
Railways for training staff. Advantage is 
also taken of schemes for vocational and 
other training arranged by the Ministries 
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of Labour and Education. The objects of 


staff training have been defined as includ- 
ing: the quicker and better equipment - 
the staff to perform their task; * pride ~ 
the job; a “sense of belonging” to the 
undertaking: efficiency through refresher 
courses; opportunity of acquiring know- 
ledge for promotion; and creation of a 
nucleus of staff from whom higher posts 
can be filled. 

The unions have agreed in principle to 
a proposal initiated by the Railway Execu- 
tive to establish a British Railways Joint 
Training and Education Advisory Council. 

The British Railways Joint Consultative 
Council has been set up by agreement with 
the principal trade unions. It consists of 
two members of the British Transport 
Commission; members representative of 
each of the five Executives (Railway, Road 
Transport, Docks, Hotels, and London 
Transport): and representatives of the 
N.U.R., the A.S.L.E. & F., the R.C.A., the 
Transport & General Workers’ Union, and 
the Confederation of Shipbuilding and 
Engineering Unions. The purpose of the 
Council is to provide frequent oportunities 
for the exchange of information and views 
on matters of common interest in relation 
to inland transport and the activities of the 
B.T.C. and the Executives. 


Notes and News 
Canadian Pacific Railway Dividend.— 
At a meeting of the directors held on June 
13, a dividend of 2 per cent. on the prefer 


ence stock in respect of the year 1949 was 
declared payable on August 1, 1949. 


Designer-Draughtsman Required, — 
designer-draughtsman, for work on ada 
trial-type diesel-electric locomotives. is 
required by the London office of Clayton 
Equipment Co. Ltd. See Official Notices 
on page 711. 


Institute of Transport Anniversary 
Luncheon.—The anniversary luncheon of 
the Institute of Transport. 1949, has been 
arranged at the Connaught Rooms, Great 
Queen Street, London, W.C.2. on Tues 
day. November 1, at 12.45 for 1.15 p.m. 


New Cross-Channel Steamer.—Members 
of the press made an inspection of British 
Railways new  Cross-Channel steamer 
Maid of Orleans, at Folkestone, on Wed- 
nesday, June 22. The steamer is to go 
into service on the Folkestone-Boulogne 
route and it is hoped to make further re- 
ference to it in a forthcoming issue. 


Cammell Laird Results.——At the 
annual general meeting of Cammell Laird 
& Co. Ltd.. held at Birkenhead on May 23 
Sir Robert S. Johnson. Chairman & Man- 
aging Director. emphasised the _firm’s 
strong financial position and said that it 
was proposed to increase the company’s 
general reserve by £200,000, bringing the 
total at the end of 1948 to £2,900,000. 
Total revenue reserves and undistributed 
profits amounted to £4,086,441, and there 

was also a large surplus in the value of 
shares of associated companies. Additions 
to machinery and plant during 1948 were 
£65,824, as compared with £41,215 in 1947. 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd. had had a satisfactory year, the 
improvement being largely due to the com 
pany being able to get improved supplies 
of steel and other materials. For a few 
years previously these had been scarce. but 
the supply had now improved. The firm 
had also had trouble in clearing the shops, 
due to the difficulty in obtaining shipping 
space. An important order had been re- 
ceived from the London Transport Execu- 
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tive for a large number of aluminium alloy 
cars. This form of construction was a new 
development for this country. Wheel and 
axle production at the subsidiary works of 
Taylor Brothers, Trafford Park, Manches 
ter, exceeded that of any previous year. 


Vacancies for Assistant Engineers.—Ap 
plications will be received by the Agent 
General for Queensland, 409/410, Strand. 
London, W.C.2, until July 20, from persons 
desiring to join the service of the Commis- 
sioner for Railways, Brisbane, Queensland. 
Australia, as assistant engineers. See 
Offical Notices on page 711. 


British Timken Profits Increase.—The 
profit for 1948 of British Timken Limited 
increased from £451,520 to £517,250. and, 
after allowing £282.000, against £255,000, 
for taxes, the net profit amounted to 
£235,250, as compared with £196,520. Re- 
serve receives £149,000, against £61,994. 
The ordinary dividend is maintained at 
15 per cent., and £93.987 goes forward, 
as compared with £53,777 last year. 


Research Station Site Inspected.—Lord 
Morrison. Parliamentary Under-Secretary 
to the Ministry of Works, accompanied by 
Sir Patrick Dollan, Chairman of the East 
Kilbride Development Corporation, in- 
spected the site of the research station to 
be built by the Ministry of Works at East 
Kilbride for the Department of Scientific 
& Industrial Research. The work, which 
will cost £1,500,000. will begin in the 
autumn, and will continue over a number 
of years. The first part of the establish 
ment will be completed in 1951. Further 
reference to the new research station is 
made in an editorial note in this issue. 


Babcock & Wilcox Share Issues.—The 
directors of Babcock & Wilcox Limited 
have convened an extraordinary general 
meeting for July 5 to increase the nominal 
capital to £8.800,000 by the creation of 
3.000.000 new 4 per cent. cumulative re 
deemable preference shares of £1 each 
and 1,180,000 new ordinary shares of £1 
each. H.M. Treasury has approved the 
issue of 2.000,000 new preference shares, 
and to the offer of 716,609 new ordinary 
shares by way of rights to the holders of 
ordinary stock registered on June 20. The 
precise terms of issue will depend on 
market conditions at the actual time of 
issue. 

Edinburgh University Railway Liaison. 

Under the auspices of the Industrial 
Liaison Committee of Edinburgh 
University a party of 25 members 
of the staff, on June 15. visited 
British Railways — establishments in 
Glasgow. at the invitation of Mr. T. F. 
Cameron. Chief Regional Officer. Scottish 
Region, Those taking part included mem- 
bers of the departments of engineering. 
chemistry, natural philosophy, accounting, 
organisation of industry & commerce, 
social study, and political economy. Dur 
ing the visit they met their opposite num- 
bers in the corresponding departments of 
British Railways. 


Harwich-Zeebrugge Train Ferry Service. 

An order has been placed by the Rail- 
way Executive with John Brown & Co. 
Ltd., Clydebank, for a train ferry vessel 
of about 3.150 gross tons for the Harwich- 
Zeebrugge service. The vessel, which will 
be similar in design to the Suffolk Ferry, 
built by the same firm to the order of the 
London & North Eastern Railway in 1947, 
will be fitted with Sulzer diesel engines. 
and will be capable of carrying about 58 
standard freight wagons, or 36 of the 
largest type of ferry wagons. The 
Harwich-Zeebrugge service. which was in 
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augurated in 1924, is at present conveying 
annually nearly 100,000 tons of exports 
and imports in through wagons between 
this country and Italy, Hungary, Belgium. 
Czechoslovakia, France, Germany, an 
Switzerland. 


Scammell Profits Increased.—The ne: 
profit of Scammell Lorries Limited fo; 
1948 amounted to £283,179 as agains 
£241.818 for 1947. Stock reserve receives 
£70,000, plant replacement reserve £20,000 
and general reserve £20,000. The dividend 
is again 10 per cent., leaving £48,260 to be 
carried forward. 


Packed Meals at Inverness and Kyle of 
Lochalsh.—It is announced by the Scot 
tish Region of British Railways that packed 
meals are now available at the refres 
ment rooms at Inverness and Kyle of 
Lochalsh stations for passengers on the 
10.30 a.m. train from Inverness to Kyle of 
Lochalsh and the 10.45 a.m. from Kyle o 
Lochalsh to Inverness. 


British Insulated Callender’s Cables 
Limited.—A final dividend is to be paid 
on the ordinary stock of 4% per cent.. 
making 6} per cent. for 1948, while trading 
profits were £2,712,858, against £2,361,190 
plus investments income of £1,440,722 
Profit on realisation of investments and 
property was £7,817, and receipts applic 
able to earlier periods were £356,485, 
giving a total profit £4,517,882. Deprecia 
tion absorbed £436,471 and taxation 
£2.015,886. 


Kitchen & Wade.—The net profits ot 
Kitchen & Wade Limited for the yea: 
ended March 31. 1949, increased from 
£27,294 to £34.676. Taxation took £75,366. 
The reserve allocation is doubled at 
£10,000, and, after maintaining dividend 
at 25 per cent. by a final 124 per cent., 
£14,632 is carried forward. The capital 
is to be increased to £200,000. and 75,000 
ordinary shares of 4s. each are to be 
issued at about 12s. a share. in the pro- 
portion of one new share for every 10 now 
held. 


Ribble Motor Services Limited.—The 
aggregate net profit of the group was 
£483,756 for the year ended March 31 last. 
The total available for distribution is 
£437,840 and a dividend of 20 per cent. is 
recommended on the ordinary shares foi 
the year. The directors report that the 
results were affected by further increases in 
costs of operation. The firm of Wright 
Bros. (Burnley) Ltd., a subsidiary com- 
pany, was liquidated during the year, and. 
before the closing of these accounts, the 
parent firm received a first and final divi- 
dend of £22,051. The sum of £100,000. 
being a proportion of the provis:ons for 
deferred repairs no longer needed, has 
been carried to general reserve. 


Sunday Cruises in Scotland.—Sunday 
cruises have been arranged this summer by 
the Scottish Region of British Railways as 
follow: ~_—, ere Fyne) via Kyles of 
Bute, July 17, 31, and August 28; round 
Bute and PLM via Largs Channel and 
returning via Kyles of Bute, June 26, 
August 7, and September 4; Glenen Bay 
(Loch Fyne) via Kyles of Bute, July 3, 24. 
and August 14; Skipness (Kintyre) going 
via Garroch Road and returning via Kyles 
of Bute, July 10 and August 21. The 
steamer, after leaving Craigendoran, calls 
at Helensburgh, Dunoon, Innellan, and 
Rothesay and thereafter cruises according 
to the date as indicated above. In addi- 
tion to the Clyde Coast piers mentioned, 
first and third class and saloon day return 
fares are in operation for the cruises from 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or shez, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


BRITISH RAILWAYS (WESTERN REGION) re- 

quire for London Office, Assistant for design 
of reinforced concrete bridges and structures. Start- 
ing salary £600 to £700 according to age and ex- 
perience. Permanency and prospects of advance- 
ment for right man. Applications with age, details 
of previous experience, etc., to Box 369, The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 


DESIGNER-DRAUGHTSMAN required for London 

Office for work on industrial-type Diesel-Electric 
Locomotives. Man with experience of steam locomo- 
tive design would be suitable. Applications from 
retired draughtsmen willing to work on a whole- or 
part-time basis will be considercd.—CLAYTON EQuip- 
MENT Co. Ltp., 138, Borough High Street, London, 
S.E.1. 


THE FIRST PASSENGER’ RAILWAY. By 

Charles E. Lee. A history of the Swansea & 
Mumbles Railway, which extends over 136 years 
Cloth. 8} in. by 5} in. 91 pp. Illustrated. 5s. 
By post 5s. 3d. The Railway Gazette, 33, Tothill 
Street, London, S.W.1. 
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OFFICIAL NOTICES 


Australia 
QUEENSLAND GOVERNMENT RAILWAYS 


POSITIONS VACANT—ASSISTANT 
=NGINEERS 


APPLICATIONS will be received by the under- 
= signed until July 29, 1949, from persons desir- 
ing to join the service of the Commissioner for 
Kailways, Brisbane, Queensland, Australia, in the 
following capacity. ASSISTANT ENGINEERS. 
Present salary range £569 10s. to +*699 10s. per 
annum Australian Currency, plus £26 per annum 
instrument allowance if appointees provide their 
own survey instruments (chiefly Theodolite and 
Level). Must hold a degree in Engineering from a 
recognised University or other equivalent qualifica- 
tion such as A.M.I.C.E., and be capable of tarry- 
ing oui the usual duties of an Assistant Engineer 
supervising (under direction) new railway construc- 
tion jobs and various works appertaining thereto. 
Must also have had a least two years’ experience on 
surveys and engineering works. Appointees will be 
required to serve in a District Maintenance Engi- 
neer’s office in any part of the State or on railway 
construction if required. The avenue of promotion 
would be through two grades of Assistant Engineet 
to Maigtenance Engineer—ipresent highest salary 
range £824-£974 (Australian currency). Appointment 
may be made at a commencing salary within range 
stated according to qualifications and experience.— 
L. H. Pike, Agent General for Queensland, 409-410, 
Strand, London, W.C.2. 


BRIDGES FOR IMMEDIATE DELIVERY.—One 

Road Bridge, approx. 13 ft. wide x 68 ft. 
span, suitable for light traffic. One Foot Bridge, step 
pattern, 51 ft. 6 in. clear span, 14 ft. 6 in. high. 
Staircase either side approx. 33 ft. Full details 
from: Cox & Danxs LIMITED, Freeth Street, Old- 
bury, Birmingham. 





THE ABC RAILWAY GUIDE of London re- 

quires an experienced Advertisement Office 
Manager. Knowledge of hoteliers’ requirements, 
ability write good space selling letters and able take 
responsibility of advertisement ‘* make-up” essen- 
tial. Only written applications giving full details in 
confidence of past experience entertained.—THOMAS 
SKINNER & Co. (PUBLISHERS) LtpD., 330, Gresham 
House, Old Broad Street, London, E.C.2 


[NTERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


BRITISH WORK ON PERSIAN RAILWAYS. 

The achievements and difficulties of the R.Es. 
during the 15 months in which they laid the foun- 
dation for effective aid to Russia. Reprinted from 
The Railway Gazette, February 2 and 16, 1945. 
Price Is. Post free ls. 2d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 








Edinburgh, Linlithgow, Falkirk, Glasgow. 
Partick, Drumchapel, Singer, and Dum- 
barton. 


G.E.C. Research at Wembley.—An 
agreement has been concluded between 
the Railway Executive and the General 
Electric Co. Ltd. by which the G.E.C. re- 
search laboratory at Wembley, Middlesex. 
has acquired a 21-year lease of the build- 
ing known during the recent war as 
“Depot RL” and now called “ Extension 
| The building. which stands on 
British Railways property, is in the Wem 
bley Exhibition grounds, and was the 
British Government Pavilion at the 1924 
exhibition. During the war research in 
connection with “ Fido” was carried out 
in this building. 


Station Gardens Contest.—Cash prizes 
and certificates for the best-kept station 
gardens, and for the most effective dis- 
plays of hanging flower baskets where 
gardens are impracticable. will be 
awarded to the winners among about 400 








Mobile motor generator set supplying power to a 
Southern Region ship (see paragraph on right) shore. 


stations in the Thames Valley. West 
Country, Wye Valley, West Midlands, and 
Wales, which are entering for the 1949 
British Railways, Western Region, Station 
Gardens Competition. Situation, nature 
of soil, climate. and the standard of culti 
vation maintained throughout the season 
will be taken into account by the adju- 
dicators. 

Thos, Firth & John Brown Limited.— 
The final ordinary dividend of 10 per 
cent.. tax free, makes 124 per cent., tax 
free, for the 15 months to March 31, 
against 10 per cent., tax free, for the pre- 
vious 12 months. The profit and loss 
account for the period shows a net balance 
of £586,173. Depreciation amounted to 
£274,751 and taxation to £517,809. Income 
of previous years brought into account, 
£234.284: income from subsidiaries and 
other investments, £257,358. 


Mobile Motor Generators for Docks. 
To provide power supply for ships in dock 
the Southern Region of British Railways 
recently placed an_ order 
with the General Electric 
Co, Ltd. for seven mobile 
motor generator _ sets. 
These will be used at 
Southampton, Dover, and 
Folkestone, and a_ unit 
already in service at 
Southampton is illus- 
trated herewith. Each set 
consists of a  50-kW. 
generator mounted in a 
weatherproof kiosk on a 
pneumatic-tyre trailer, and 
weighs about 5 tons. 
When in use, the trailer is 
supported on four jacks, 
and the kiosk is fitted with 
three wide doors to give 
access to all parts. In- 
interior illumination — is 
provided by two 240-V. 
lamps mounted in bulk- 
head fittings under the 
roof. The generators are 
fitted with compound and 
interpolar windings and 
have a true level charac- 
teristic at all conditions of 
loading. Southern Region 
vessels are provided with 
a terminal box on _ the 
upper deck for receiving 
the cables from _ the 





Kofler-Automatic Train Stop Limited. 

-We are informed that Kofler-Auto- 
matische Zugsicherung A.G. (Kofler-Auto- 
matic Train Stop Limited) is now estab- 
lished at Claridenhof, Beethovenstrasse. 24, 
Zurich, Switzerland. 


Maidstone & District Motor Services 
Limited.—After providing £107,834. against 
£192,443, for taxation and £98,017, against 
£77.066, for depreciation, the profit for 
the year ended March 31. 1949, was 
£249,485, as compared with £336,638 foi 
1947-48. The final ordinary dividend is 
10 per cent., plus a bonus of 5 per cent., 
making 25 per cent., as before. 


New Readership in Telecommunica- 
tions.—Standard Telephones & Cables 
Limited has endowed a readersbip. to be 
known as the Henry Mark Pease Reader 
ship in Telecommunications, in the City 
& Guilds College of the Imperial College 
of Science & Technology, South Kensing 
ton. Henry Mark Pease, one of the 
pioneers of the telephone industry in this 
country, who died in 1947, was Managing 
Director of Standard Telephones & Cables 
Limited until 1928. Mr. E. C. Cherry, who 
was attached to the Telecommunication 
Research Establishment, Ministry of Air- 
craft Production, during the war, and has 
made contributions to the subject of elec- 
tric circuit analysis, has been appointed to 
the readership. 


Vacuum Oil Company Reconstruction 
Programme.—An extensive reconstruction 
programme at the Birkenhead oil blending 
and packaging plant, which suffered con- 
siderable damage by enemy action, has 
been begun by the Vacuum Oil Co. Ltd. 
Although some rebuilding was done im 
mediately after the damage in order to 
meet wartime needs, further work involv 
ing additions and improvements is now 
necessary to meet post-war requirements, 
and the opportunity now provided will 
make possible the modernisation of the 
plant as a whole and the installation of 
up-to-date mechanical handling equipment 
and despatching facilities. Increased bulk 
storage capacity for blended products and 
a new barrel cleaning and painting plant 
are to be incorporated and various sections 
of the plant will progressively become 
operative during 1950. The firm of W. J. 
Fraser & Co. Ltd., Dagenham, has been 
working closely with Vacuum Oil Com- 
pany experts for many months, and is 
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responsible for detailed layout and design, 
and for the purchase, supply, and erection 
of all plant, equipment, and buildings. 


Ostend-Dover Ship Sunk.—On_ Tues- 
day, June 21, the Belgian cross-Channel 
steamer Prinses Astrid struck a mine 
about three miles off Dunkirk, and sank 
some 90 minutes later. The ship had 218 
passengers, mostly British holidaymakers, 
and a crew of 65 on board; five of the 
crew were reported killed and a small 
number of passengers and crew injured. 
Survivors were taken by a French cargo 
steamer and tugs to Dunkirk. where the 
majority embarked on the British car 
ferry the same evening. British Railways 
announced that an extra train would be 
provided to meet the Dunkirk night ferry 
at Dover the following morning. 


Annual Conference of Coil Spring Re- 
search Organisation.—The annual general 
meeting and summer conference of the 
Coil Spring Federation Research Organisa- 
tion was held at Bournemouth from May 
27-30. At the annual meeting the presi- 
dent, Mr. R. S. Bache, was unanimously 
re-elected. Mr. C. A. Spencer, M.Sc., De- 
partment of Scientific & Industrial Re- 
search, gave an address in which he em- 
phasised the importance of research in 
industry and the desirability of establish 
ing in each industry a permanent means of 
carrying Out suitable scientific develop- 
ment. The Research Committee has now 
issued the C. S. F. schedule of specifica 
tions covering carbon steel spring materials. 
In addition to the control of the research 
programme the committee carried out dur- 
ing the year much technical advisory work 
and liaison with other technical bodies. 
Five research schemes are now in progress. 
New data has been gained on spring steels 
and on the avoidance of the deleterious 
effects of hydrogen in springs protected by 
corrosion-resistant surface treatments. 


Russo-British Chamber of Commerce 
Meeting.—The 33rd annual general meet- 
ing of the Russo-British Chamber of Com 
merce was held in London on June 15. 
The President, Sir Greville S. Maginness. 
who is Chairman of the Churchill Machine 
Tool Co. Ltd. and Associated British 
Machine Tool Makers Limited. said that 
the trade negotiations between Britain and 
the U.S.S.R. started a year ago were still 
continuing, and were now directed to the 
conclusion of an agreement for one year 
instead of the long-term agreement pre- 
viously contemplated. The President said 
that he had on other occasions stressed the 
need for an agreement covering a period of 
years, so that trade could be planned on 
a firm and satisfactory basis, but if this 
could not be achieved now, it was to be 
hoped that any outstanding obstacles to 
the signing of the shorter term agreement 
might be resolved without delay so that 
Anglo-Soviet trade could be established on 
a solid foundation. From the economic 
point of view there was no reason why this 
should not be the case. 


Forthcoming Meetings 


24 (Fri.) and June 25 (Sat.).— 
tution of Railway Signal 
Annual Summer Meeting. 
June 25 (Sat.) to June 28 (Tue.).—Railway 

Students’ Association, London School 
of Economics & Political Science. 
Annual Convention at Maclay Hall, 
University of Glasgow. 
July 9 (Sat.).—British Railways (Southern 
Region) Lecture & Debating Society. 
Visit to Heathrow Airport. 


Insti 
Engineers. 
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Railway Stock Market 


Stock markets have been upset by a 
sharp fall in British Funds, which has fel- 
lowed partly as a sequel to the heavy 
reaction in industrial shares shown in 
recent weeks, and forms one aspect of the 
general tendency to higher yields and 
lower prices in all sections of markets. 
Buyers are sensing that a period of read- 
justment appears to have arrived, and are 
consequently showing great caution, with 
the result that moderate selling can have a 
big influence on prices of individual 
securities. 

Continental talk of currency’ de- 
valuation has also been an underlying 
influence although it is known that Sir 
Stafford Cripps is resolutely opposed to 
any unilateral devaluation of sterling. 

The fall in British Funds has, naturally, 
embraced all the Nationalisation stocks, in- 
cluding 3 per cent. Transport (1978-88) 
which has fallen away to 98%, thus keep- 
ing closely in step with the new 3 per cent. 
Gas stock which has also declined to 98%. 
The fall in Gas stock has been another 
point adversely affecting the  gilt-edged 
market. It had been assumed in the City 
that it would come in for official support 
if it fell below par, because of the large 
amounts of this stock yet to be issued as 
compensation, but there has been no evi- 
dence of any official support, and the 
market is now taking the view that there 
is unlikely to be any official move to 
attempt to keep British Funds around their 
present levels. Meanwhile, investors are 
passively adopting an attitude of caution 
and keeping out of markets, though it 
would seem that the higher yields will 
tempt buyers before long. 

Foreign rails have been a_ relatively 
steady section, with most of the Brazil rails 
firm. In view of the take-over develop- 
ments the latter can be regarded as repre- 
senting money stocks, although it is recog- 
nised that the companies are unlikely to 
receive their payout money much before 
the end of the year, and possibly not until 
early 1950, depending on the time taken by 
the Brazilian Congress to ratify the 
agreement. 

The market continues to 
view that Leopoldina 


take the 
debentures will 


receive par plus full payments for their 
outstanding interest arrears, It is also felt 
that the preference and ordinary stocks 
are unlikely to get less than their current 
market prices and might well receive con- 
siderably more. The Leopoldina railw. Ly 
has yet to fix the payout terms for each 
stock, which is not an easy matter, because 
of their individual rights, but it is hoped 
it may be possible to present the decisions 
for approval of stockholders before the 
end of next month. Leopoldina 4 per 
cent. and 64 per cent. debentures have 
eased to 924 and 135 respectively, with 
the preference stock at 31, and the 
ordinary at 94, Leopoldina Terminal 
debentures also eased to 1104 and the ¢£] 
ordinary units to 3s. 6d. Great Western 
of Brazil shares were 141s. 6d. San Paulo 
has been steadier at 129. Antofagasta 
ordinary and preference receded slightly 
to 6} and 52. Beira bearer shares kept 
50s. 6d., but United of Havana 1906 
debentures kept dull at 9, awaiting further 
news from Cuba. Canadian Pacifics at 
15} have turned steadier, taking their cue 
from dollar stocks. 

There was a steadier trend in road trans- 
port and bus shares with West Riding 
better at 80s. 6d., B.E.T. stock eased to 
£1,630 despite the excellent profit figures. 
There was some disappointment that the 
dividend is merely maintained at 50 per 
cent. and that there has not been a revival 
of the pre-war practice of annual bonuses. 
The accounts, which will include the first 
consolidated balance-sheet, should give a 
much fuller basis for valuing the deferred 
stock. 

Iron and steel shares have again lost 
ground, with those on the Nationalisation 
list moving further below their official 
take-over Jevels. Dorman Long, for in 
stance, are now 29s, 3d., as compared with 
their 33s. Id. take-over. United Steel, 
whose take-over is 30s. 4d.. now have a 
market price of 26s. 

In contrast to this tendency, shares of 
locomotive building and engineering com- 
panies have been steadier, with Gloucester 
Wagon at 45s., North British Locomotive 
18s. 9d., Beyer Peacock 19s., Vulcan 
Foundry 18s. 6d., and Wagon Repairs 19s. 


Traffic Table of Overseas and Foreign Railways 


Railways 


Total 
this year 


Antofagasta... 12.6.49 
Costa Rica .. Mar., 1949 
Dorada . ‘ Apr., 1949 
G.W. of Brazil : i 21.5.49 
Inter. Ctl. Amer. Apr., 1949 
La Guaira May, 1949 
{ Leopoldina 28.5.49 
Nitrate 15.6.49 
Paraguay Cent 10.6.49 
Peru Corp. 1949 
Salvador 

Taltal ‘ me 
United of Havana ne 


May, 
Mar., 
May, 





South & Central America 


1949 
1949 


} Canadian National.. 
Canadian Pacific 


Apr., 
Apr., 


Canada 


1949 
1949 


May, 


Beira cee Feb., 


Barsi Light* 
(Bere Delta... 20.4.49 


Gold Coast : 

'\ Mid. of W. Australia 
Nigeria pat 
South Africa 
Victoria 


Apr., 1949 


Traffics for week 


£ 
51,240 
38,753 
29,741 
19,200 
$1,071,343 
$103,455 
43,288 
22,839 
G105,063 
256,274 
c169,000 


11,500 
$215,544 


10,088,750 
7,534,250 


1,484,797 


Aggregate traffics to dace 


Total | 
| Increase or 
decrease 


Inc. or dec. 
compared 
with 1947/48 


No. of week 


1948/49 


£ 
1,540,330 
321,689 
120,311 
755,800 
$4,356,688 
$555,929 
965,094 
200,714 
G5, 106,484 
2,306,425 
c1,608,000 
99,755 
$13,502,617 


£ 
2,350 
13,363 
14,541 


bt) bi +44 


t+ it++1 414444 


i 


$84,882 


146,500 
654,250 


39,000,250 
28,923,750 


+1 
++ 


172 
6,180 
1,639 
!, pd 
2,981 
130, 893 
54,817 


10, 598, 294 


++++4+4+1+ 


* Receipts are calculated @ Is. 6d. to the rupee 








